































W ORL) 


MAY 1, 1943 on ee cng Cs 


Waco and 

t general 
eans, sue. 
' has been 
nager for 
tion Com. 
H. Smith 


traffic de. 
affic man- 






= 


. 


Y3 






| 
oti) 
in charge 
d an em 
t in 1949 
and man 


sal AN INDEPENDENT NATIONAL TRANSPORTATION NEWSMAGAZINE 
- Manh- 


, at Newh Rail — Motor Transport — Air — Water — Warehousing — Distribution — Material Handling 


‘al freight A Working Tool for Traffic Men 


ding M. §. 
1 the com-? 


ton, N. CBsmes 
J, received 
isportation 

as district 

e, 


ice of the 
it general 
id Utilities 


‘affic man- 


passenger 

:., Succeed- 
1ed a lieu- 
E'dkins has 
“la. 

ef medical® * 
itreal, suc- 8 
‘rving with 


’ inspector 
2>xperiences 
hly dinner 
» April 19. 
ld a meet- 
hich Andre 

and New 


ent for the 


xciation of 
11 combine 
id May 31, 
ons that a 
ril 26 date 


er, Shreve- 
a. He was 
Texas and 


raffic man- 
ttle, Wash., fOr % 


qr 
A Service INSTITUTION 


ering the West-Scuth-Southwest on4 Mexico 









ew map of 
h are indi- 
mps, posts, 
of military 
ad stations 
17 by 31 
department 









30c A COPY 















TRAFFIC WORdhyy 


: he 


ROOKS TERMINAL WAREHOUSES 


C 


a we A 
duu Edi 


Rai 
Pro 


Fre 





Downtown Warehouse—Opposite New Post Office. 75-car capacity switchtrack under cover. 50 trucks can be served at one time under canopies, 
Tunnel connection. Location ideal for the Grocery, Drug and General Jobbing Trade. Fre 


Mis 
Shi 


Air 


© FT TY 


On April lst of this year the government gave us AA-1 priority rat- | Tr 
ing. This will not affect the character of our service, for we were 
already giving our customers the best that our equipment and organi- 
zation made possible. But AA-1 rating has removed many of our for- Pe 


mer difficulties and enables us to plan farther ahead than we have 





previously. 


In a word, we are now more certain of what we can deliver. And for 


cS) | 


that reason we are in a better position to plan with you regarding 


your warehousing problems. We invite your inquiries. 


CROOKS TERMINAL WAREHOUSES, I Inc. 


Chicago—433 W. Harrison St. New York Office—271 Madison Ave.. Kansas City—1104 Union Ave. 

Overland Terminal Warehouse Co., 1807 &. ee eet Blvd., Los Angeles. ee ey ee tite Aven Keowee’ ae 
: Association of Chicago and Kansas City and Interlake Terminals, Inc. a 
For Additional Detailed Information See TRAFFIC WORLD WAREHOUSE SECTION LISTINGS 
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ONE UNIT OF SERVICE 
FOR ONE UNITED PURPOSE 


High-speed motive power, first class rolling 
stock, experienced personnel, well maintained 
road-beds, efficient safety devices, careful han- 
dling practices . . . these are but a few of 
the factors comprising the R. F. & P. unit of 
freight service .. . all for one united purpose, 
to win the war in the quickest possible time. 
The R. F. & P. has enlisted for the duration 
and every effort is concentrated on providing 
maximum transportation efficiency for freight 
moving between the great industrial and agri- 
cultural centers of the North and the South. 


John B. Mordecai, Traffic Manager, 


Richmond, Virginia 


RICHMOND, FREDERICKSBURG AND POTOMAC RAILROAD 
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Henry A. Palmer, Editor 
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The Featherbed Rules Fiasco 


George P. McNear, president of the T. P. and W. 

_” Railroad, now being operated by the government 
use he would not knuckle down to what he be- 
lieved to be an injustice, has done a great public 
service in appearing before the House military affairs 
ittee and exposing the waste in man power and 
iment due to the so-called featherbed rules in 
orce on the railroads generally. But it is a service 


~ @that will not have practical results, first, because Mr. 


BMcNear stands alone among railroad executives in 
*Bihis effort to expose waste, as he was alone in the 
fight to keep his railroad, and, second, because mem- 
bers of Congress are just as cowardly as railroad 
executives when it comes to antagonizing railroad 
labor. 

It must be apparent to everyone that, if many 
repre entatives of railroad management joined Mr. 
ear in this effort, the expose of waste would be so 
overpowering that even Congress would be forced to 
act. But they will not. They are too smug and timid. 
They always have been so, but now they add to other 
excuses that this is no time to stir up more trouble 
with the unions. We disagree. This is just the time 
to press this question because it now becomes one not 


] 
a 


only of fairness to railroad managers and owners, but 
of patriotism in time of war when no one has the 
right to stand by and see wastes of manpower and 
equipment if he can possibly prevent it. 

It is also plain to everyone who thinks that, if 
any such thing as results from the featherbed rules 
could be laid at the door of management or ownership, 
Congress and the -administration especially would be 
all out for stopping it. Management would be damned 
from Hell to breakfast as an outright profiteer and 
guilty of unpatriotic action approaching treason. But 
labor has been getting away with it and will continue 
to get away with it. There will not even be a real 
investigation of the question. Even Mr. McNear’s ap- 
pearance before the committee was the result of his 
own efforts and the committee is not expected to 
summon other railroad managers, as it ought to do. 


A clue to the probable attitude of Congress and 
the committee is to be found in the remark of Repre- 
sentative Sparkman that featherbedding ought to be 
stamped out “but” he thought it had developed out 
of agreements between management and labor. To be 
sure it has, in great part, and we have always criticised 
management for its weakness, not only in making the 


OUR PLATFORM 
, (THE LONG HAUL) 


iH A revised system of transportation regulation based on 
' modern competitive conditions, instead of patchwork amend- 
' ment of the old law to make it apply to new transport 
' agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
. the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Cordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
unloading cars and trucks as rapidly as possible. 
A scientific and fair treatment of the transportation 
‘Problem by the board created by Congress to make recom- 
'Mendations for legislation. _— 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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agreements, to the extent that they were not forced 
by the Railroad Administration when it had control 
of the railroads, but in not trying to have them 
amended or abrogated. But what has that to do with 
it? The question now is whether man power and equip- 
ment are being wasted as a result of unfair rules and 
not who was responsible for those rules. 

It is up to Congress to investigate this subject 
thoroughly in connection with other situations in 
which the man power problem is involved and, if it 
finds, as it must find, after a real investigation, that 
these rules are productive of waste for the purpose 
of feathering the beds of employes, to abrogate them 
or amend them so that they will be reasonable and 
fair. If labor can’t stand for a fair adjustment, then 
let it quit talking about its “war effort” and its patriot- 
ism, strike, and enroll itself among the saboteurs. 
That is exactly what the New Deal administration 
would say about management if it were in labor’s 
shoes—and it would be right. Anyone who profits by 
unfair and wasteful practices in this time of a war 
when an all out effort by everybody is necessary, is, 
be he owner, manager, or laborer, not fit to associate 
with decent people or be regarded even as a citizen. 
We hope, but do not believe, that something will come 
of what Mr. McNear has started. 


Untairness in Rationing 


We have spoken before about the unfairness of 

rationing and even the suspicion in some cases 
that it is not necessary. Consider now the new 
regulations under which, owing to improvement in the 
tire situation, those who use their automobiles for 
business purposes may now have practically unre- 
stricted mileage. Perhaps that would be fair if the 
use of such cars were restricted to “business pur- 
poses,” but the way it works out is that one who 
uses his car at all for business purposes may have 
what gasoline he wants for pleasure purposes also, 
while one who cannot show any business use of his 
car—except, perhaps, for going to and coming from 
his place of business, which, of course, is not necessary 
as long as there are trains, and busses, and street 
cars—still is on short rations. 


We know of nothing more likely to produce dis- 
content and resentment than a system under which 
a car-owner who uses his automobile only for pleas- 
ure or convenience and is permitted so little gasoline 
that he must closely watch every mile and leave the 
car in the garage most of the time, must watch his 
neighbor, who uses his car now and then for “business 
purposes,” using it also at will and without restriction 
for pleasure and convenience as well. The neighbor is 


not even put on his honor to restrict the pleasure use 
of his car. 


“FRUSTRATED VOYAGE” FREIGHT REFUNDS 


; President Roosevelt has approved H. J. Res. 92, authoriz- 
ing refund by the War Shipping Administration of certain 


freights for transportation on frustrated voyages (see Traffic 
* World, April 24, p. 975). 


TRAFFIC WORLD 


Perfect Shipping Campaign 
Editor the Traffic World: 


I cannot refrain from commending you for your active 
interest in the “Perfect Shipping” campaign as evidenced in the 
fact that you have again dedicated one of your weekly numbers 
of the Traffic World (March 27, 1943) to the “Perfect Ship. 
ping Month” principles in which was incorporated a consider. 
able amount of good, constructive data and in language that 
all interested can well understand. 

Being intensely interested in these Perfect Shipping cam. 
paigns and claim prevention efforts, I personally enjoyed this 
special issue very much and you will please accept my compli- 
ments and thanks. 

This “Perfect Shipping” work, from its incipiency some 
six years ago, has represented an important part of transpor. 


tation and, certainly, it must be admitted that at this time it? 


is a most essential work which should be foremost in ou 
minds not only for the month of April but until Victory has 
been won. 
L. D. Smith, 
Traffic Manager, 
Consolidated Chemical Industries, Inc. 
Houston, Tex., April 26, 1943 





A. T.C. of A. Report on O’Toole Bills 


The public affairs committee of the Associated Traffic 
Clubs of America, has prepared a special report condemning 
House bills H. R. 94 and 96, each of which, if adopted “would 
have the effect of barring laymen from appearing before 
federal administrative tribunals, including the Interstate Com- 
merce Commission, and reserving to lawyers practically all 
appearances before such bodies.” 


The association took a stand against such legislation at} 
a meeting in Jacksonville, Fla., some years ago, and reaffirmed 
that stand at its annual meeting in St. Louis early this year 
(see Traffic World January 23, p. 208). 


The committee report describes the two bills now before 
the house, introduced by Congressman Donald L. O’Toole from 
Brooklyn, N. Y. H. R. 94 provides in substance “that a lay- 
man may not appear for compensation as the representative of 
any person firm or corporation” before “any department or 
agency of government, when a constitutional or legal question 
is involved.” It is “highly undesirable,” the reports says, “in! 
that it will undoubtedly be contended that each and every) 
claim or proceeding involves some question of interpretation 
or construction of a statute.” The “undoubted intendment” of 
the bill, it adds, “is to confine all practice to licensed lawyers.’ 


The second bill, H. R. 96, the report says, has a deceptive 
title, because it is labeled as “forbidding corporations and vol- 
untary associations from practicing law.” No corporation or 
association is at present permitted to practice law, it points” 
out. The purpose of the bill really is to forbid ‘any officer 
or employe of a corporation or association, unless he be 4a 
licensed lawyer, from appearing for the company in any pr0-| 
ceeding in court or before agencies.” Enactment of such a law, § 
it says, would mean that “practically all” of the work before 
the Commission “could be done only by employment of 4 
lawyer, at the very least as a figurehead, to permit the officers 
and informed experts to present facts and contentions.” 


F. A. Doebber, president of the association, has sent a copy 
of the report to the presidents and secretaries of all member 
clubs with the request that they present it at meetings in the 
near future. He also suggests that digests of the report be 
published in club publications. 

John S. Burchmore, Chicago attorney, is chairman of the 
association’s public affairs committee. Its other members alt 
Clarence A. Miller, vice-president and general counsel, Amer: 
ican Short Line Railroad Association; Walter F. Mullady, pres: 
ident, Decatur Cartage Company, Chicago; Harold W. Roef 
traffic manager, Mid-Continent Petroleum Corporation, Tulsa, 
Okla., and C. B. Sudborough, southwestern freight traffic man- 
ager, Pennsylvania Railroad, St. Louis, Mo. 


age 


RAILROAD RADIO BROADCAST 


The Association of American Railroads has announced thal 
there will be a radio round table discussion of the subject, 
“The Battle of Transportation,” in a coast-to-coast broadcast 
over the National Broadcasting Co. May 8, from 10:15 to 10:30 
p. m., Eastern War Time. Participants will be Major General 
Charles P. Gross, chief of the army transportation corps; Com 
missioner J. Monroe Johnson, of the Commission, and Warrtel 
C. Kendall, chairman of the car service division of the associé 
tion. Albert R. Beatty, manager of the publicity section of 
A. A. R., will act as moderator of the discussion. 


May L, 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


Limiting of Deckscow Operations 


With Commissioner Mahaffie dissenting as to limitation 
of the territory within which applicant’s vessels might operate 
and as to the restriction of applicant’s chartering services to 
deck scows, the Commission, by division 4, on reconsideration 


Pin W-92, C. F. Harms Co. Contract Carrier Application, has 


proadened the authority granted in the prior report, 250 
I. Cc. C. 513 (see Traffic World, Oct. 31, 1942, p. 1018) as to 
commodities that might be transported in the non-self-propelled 
deck scows furnished to shippers by the applicant. 

In the prior report, the Commission authorized operation 
by the applicant as a contract carrier in the furnishing of non- 
self-propelled vessels under charter, lease, or other agree- 


“ments to persons other than carriers subject to the act, for use 
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by such persons in the transportation of scrap iron between 
ports and points on Long Island Sound, the Hudson River, and 
a defined area comprising New York harbor and harbors con- 
tiguous thereto. The Commission said the proceeding had been 
reopened on petition of the applicant. In its report on recon- 
sideration, the Commission expanded the “grandfather” rights 
previously granted so as to permit transportation, by shippers 
using applicant’s vessels, of their own property, but it limited 
the applicant’s service to the furnishing of non-self-propelled 
deck scows, rather than non-self-propelled vessels, saying that 


: this was the applicant’s business and that section 309 (g) of 
slation at} 


the act provided that a contract carrier’s permit should specify 
the business of the carrier and the scope thereof. 

Commissioner Mahaffie, in his concurrence in part, ex- 
pressed agreement with the lifting of the restriction on com- 
modities that might be transported in applicant’s vessels, but 
not with the imposition of the other restrictions mentioned. 

“Persons engaged in the chartering of vessels are, for the 
purpose of regulation, designated as contract carriers by the 
act,” he said. “They do not operate as a transportation agency 
and they do not transport anything. They merely furnish 
facilities over whose use they have substantially no effective 
control while in the possession of the parties to whom they are 
chartered. It is futile to attempt to apply to them, provisions 
of the law which were designed to apply to activities in which 
they do not engage, namely, the actual transportation of per- 
sons or property. 

“The reasoning by which the majority arrives at the con- 
clusion that applicant is entitled to a permit without restric- 
tion as to the nature of the commodities transported in its 
vessels, which I think is sound, leads inevitably to the conclu- 
sion that the permit should also contain no limitation as to 
the territory within which the vessels may be used by the 
parties to whom they are chartered. I am further of opinion 
that there is no justification for prohibiting a person who owns 
and charters deck scows from acquiring and chartering an 


open barge, for instance. The generic term ‘non-self-propelling 
vessels’ should be used.” 


Nevada Northern Employe Status 


_ With Commissioner Eastman leaving his duties as O. D. T. 
director once more to cast the deciding vote, the full Commis- 
sion has advised three rail labor unions to try another course 
in their efforts to obtain an answer to the following question: 


Are the operators of ore-trains of the Nevada Northern Railway 
Co. bona fide employes of that railroad and is the work they perform 
within the purview of the railway labor act, or are the employes of 
the Nevada Consolidated Copper Corporation, owner. of all the stock 
of the Nevada Northern. whose trains are engaged solely in trans- 
Porting ore for the copper corporation? 


_ The Commission issued its report, dealing with that ques- 
tion, on reargument in Ex Parte No. 72 (Sub. No. 1), In the 
Matter of Regulation Concerning the Class of Employes and 
Subordinate Officials to Be Included Within the Term “Em- 
Dloye” Under the Railway Labor Act—Employes of Nevada 
Consolidated Copper Corporation and/or Nevada Northern 

ilway Co. It dismissed the railroad brotherhoods’ petition 
for a determination on a finding that the evidence failed to 
show issue to the work performed by the train operators or 
need for interpretation or amendment of Commission orders 
dlassifying employes. It said the issue in this case related to 





those orders; that there was no controversy concerning such 
orders and no evidence submitted with respect to them, and 
that division 3, in the prior report, rightly dismissed the peti- 
tion under the railway labor act. (The petitioners for reargu- 
ment were the Brotherhood of Locomotive Engineers, the 
Brotherhood of Locomotive Firemen and Enginemen, and as 
an intervener, the Switchmen’s Union of North America.) 

“But it does not follow,’ said the Commission, “that we 
would be without jurisdiction to determine the questions the 
parties would have us decide in a proper proceeding brought 
under the interstate commerce act. Our jurisdiction under that 
act is very broad. The railroad is a carrier subject to the act. 
If it, in fact, operated the ore trains as a common carrier by 
railroad and employed the individuals engaged in the actual 
work on such trains, it may or may not have violated the 
provisions of that act as such carrier in respect of rates, 
regulations or practices, or with respect to the filing of sched- 
ules of its rates and charges ... or in other respect. In the 
case of such violations we have jurisdiction upon complaint or 
upon our own motion to institute an investigation. If such 
investigation should include in its scope operation of the ore 
trains over the tracks of the carrier, the status of the carrier 
with respect to such operation and of the persons employed in 
handling the trains may be determined. Under the limited 
provisions of the railway labor act, insofar as our authority is 
concerned, we cannot make such findings, nor would we in this 
proceeding be warranted in making a determination under the 
interstate commerce act, not here invoked and under which no 
issues have been presented. 

Chairman Alldredge, dissenting, said he thought the rail- 
way labor act and the interstate commerce act should be 
regarded as implementing and reinforcing each other, and that 
both acts combined fully empowered the Commission to deter- 
mine the issues here presented. Commissioner Rogers noted 
a dissent. 

Commissioner Patterson, joined in a dissenting expression 
by Commissioners Porter and Miller, stated his views, in part, 
as follows: 


The parties do not disagree as to the character of the work per- 
formed by these employes. . . . They understood and tried their case, 
and for the past four years we have been considering the case... . 
They ask us to decide it. We have the power. . . The issues are 
broad enough. The evidence of record ... is ample. ... Yet, the 
majority will not determine it, their excuse being that the issues are 
not broad enough to permit, and that petitioners should file a com- 
plaint under the interstate commerce act, which should be duly heard, 
and then decided. Such a procedure is reminiscent of the technical 
pleadings required under the common law, which have long been out- 
moded. 


Hugo Redhage Purchase 


The Commission, by division 4, in a report and order in 
MC F-1978, Interstate Motor Freight System—Purchase—Hugo 
Redhage, has denied the application of Interstate to purchase 
certain operating rights of Hugo Redhage. The Redhage rights 
involved authority to transport general commodities over a reg- 
ular route between Richwoods, Mo., and National Stock Yards, 
Ill., via Lonedell, Fenton, and St. Louis, Mo., and East St. 
Louis, serving all intermediate points, off-route points within 
10 miles of such regular route, and those in St. Clair and Madi- 
son counties, Il. 

Interstate, said the report, was authorized to carry general 
commodities over regular routes between points in 18 midwest- 
ern and eastern states and the District of Columbia, mainly east 
of the Mississippi River, “including routes between St. Louis, 
Mo., and Chicago, via Alton and Peoria, Ill., serving Peoria as 
an intermediate point, between St. Louis and Chicago, via Ed- 
wardsville and Springfield, Ill., serving Springfield as an inter- 
mediate point, and between St. Louis and Terre Haute and 
Vincennes, Ind., “over a specified route; and over irregular 
routes between points in certain areas, including the commer- 
cial zone of St. Louis. 

The report said that, prior to denial of certain of its 
claimed “grandfather’ rights, Interstate had been serving Alton, 
East Alton, Roxana, Wood River, and Edwardsville, all in Madi- 
son county, and that since then shippers had been compelled 
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to use multiple-line service to substantially all points of desti- 
nation in Michigan, Indiana, and Pennsylvania. Interstate, it 
said, received outbound traffic at its St. Louis terminal, whence 
it completed delivery to destination, and moved inbound traffic 
into St. Louis where it was interchanged with other carriers for 
transportation to consignees at points in Madison and St. Clair 
counties, although its routes to Chicago and Indiana points 
passed through Madison county en route to its terminal. 

It was evident from the record, the report said, that Inter- 
state was under the “mistaken impression that, upon unifica- 
tion of the operating rights herein, it could lawfully serve Alton, 
East Alton, Roxana, Wood River, Edwardsville, and other points 
in Madison and St. Clair counties directly, that is, in the same 
manner as if it were permitted to serve them as intermediate 
or off-route points in connection with its present routes passing 
through those counties. . . . The fact is, however, that vendee 
(Interstate) may not now serve points in said counties outside 
the zone, and the only authorized point of interchange with 
vendor is either at St. Louis or a point within the zone. Thus, 
under the combined authority, traffic moving to and from those 
points over vendee’s routes could be lawfully handled by it only 
through St. Louis as a gateway.” Use of St. Louis as a gate- 
way, it said, would result in wasteful transportation through 
backhauls and circuitous transportation; and that, as the appli- 
cation made no request for enlargement of the operating rights 
in such a manner as to rectify this situation, the division was 
“precluded from considering whether the evidence adduced war- 
rants modification of the operating rights’ to permit direct 
service as aforementioned. Also, it said, the notice assigning 
the case for hearing specifically stated that evidence in support 
of enlarged operating rights would not be entertained at the 
hearing. 

Commissioner Porter dissented, saying that the reasoning 
of the majority was not clear to him. While the report showed 
many advantages which would result from approval of the ap- 
plication, he said, an incongruous situation arose under the ma- 
jority viewpoint, in that, while Interstate operated between Chi- 
cago and St. Louis, via Edwardsville, but with no right to serve 
Edwardsville, approval of the transaction would still not give 
Interstate the right to serve Edwardsville. Thus, he said, if 
Interstate picked up a shipment in Chicago destined to Ed- 
wardsville, it would have to move that shipment directly 
through Edwardsville to St. Louis and back to Edwardsville, 
“a clear waste of 36 miles of operations. .. .” 


Actually, he said, the viewpoint of the majority amounted 
to a curtailment of the rights now held by the parties. To say 
the least, he added, in a case of this kind, “‘the vendee should 
emerge from the transactions with rights which are no less than 
the sum of the two sets of rights before merger.” He pointed 
out that, under the majority viewpoint, traffic which Hugo Red- 
hage was authorized to carry to Alton, East Alton, Wood River, 
and Roxana directly, would, under the combined authority, have 
to be handled through St. Louis as a gateway. This, he said, 
was a “questionable exercise of power,” and that such a policy 
would result “in the whittling away of valuable rights and will 
make applicants hesitate about instituting proceedings of this 
kind if they are faced with the prospect of coming out of the 
proceeding with less than the parties had when they went 
into it.” 


BUS ROUTE ON RELOCATED HIGHWAY 


Although the defendant in this proceeding had been au- 
thorized to operate over a designated section of U. S. Highway 
46 in New Jersey, the relocated U. S. Highway 46 through 
Hasbrouck Heights, Bendix and South Hackensack, N. J., was 
not a route contemplated in the defendant’s certificate, the 
Commission, division 5, decided in a report in MC C-164, Man- 
hattan Coach Lines, Inc., et al, vs. Adirondack Transit Lines, 
Inc. 

The Commission found that the defendant’s operation over 
the relocated U. S. Highway 46 between Paramus and Little 
Ferry, N. J., violated the terms of its certificate. It admonished 
the defendant to comply with those terms, and dismissed the 
complaint. Four bus lines, operating between New York City 
and points in New Jersey, were complainants in the case, and 
four other bus lines, the Hudson & Manhattan Railroad and 
rail carriers in trunk-line territory intervened in behalf of the 
complainants. 

“The fact that the highway designation of the relocated 
route conforms to the highway description contained in defend- 
ant’s certificate,” said the Commission, ‘does not constitute 
appropriate authority to operate thereover. The authority 
granted is to use a specific route which was merely described 
in terms of numbers which were assigned to the highways 
when the certificate was issued. The designation of highways 
by number in grants of operating authority is for convenience 
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of identification and location only, and changes in such desj 
tions do not accomplish changes in the routes authorized.” 
Dealing with other allegations in the complaint, the 
mission said that no finding of unlawful operation could 
made with respect to defendant’s operation between Fairviey 
N. J., and New York City, over “unnumbered roads” or “a 
the Hudson River,” or with respect to defendant’s right 4 
serve intermediate points in New Jersey. 
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N. P. EQUIPMENT FINANCING sisted 


In a report in Finance No. 14156, Northern Pacific Raj. day, 
way Co. Equipment Trust Certificates, the Commission, diy, B 
sion 4, has granted authority to assume obligation and liabilij— g Ar 
in respect of $3,200,000 of Northern Pacific equipment trust gf sion - 
1943, serial equipment trust certificates, to be issued by thy part ¢ 
First National Bank of the city of New York, as trustee, anf Baton 
sold at 99.689 and accrued dividends in connection with th® Jand ' 
acquisition of new equipment, estimated to cost $4,117,250, ~ 

The report said applicant was in need of the new equip 
ment, consisting of 10 passenger and freight steam locom# 
tives, 250 70-ton Hart selective ballast cars, and 300 50-ta 1 
steel flat cars, in order to handle increased traffic on its lip order 
occasioned by the war, and to perform efficiently its servi ) tion 
to the public as a common carrier of freight and passengey ) Carr! 
in the present emergency. However, in correspondence to th 4 
applicant, question was raised by Director Sweet, of the Com, t?es 
mission’s Bureau of Finance, as to the necessity for the iggy) W45. 
“in view of the large amount of cash and convertible securitig) ™& 
on hand, and the excess of current assets over current liabij., ‘We 
ties” (see Traffic World, April 17, p. 910). coast 

The report said applicant had agreed that if its applic 4 
tion for authority to assume obligation and liability in respeq| US¢ “ 
of the issue of $3,200,000 of certificates was approved by th) “ilo 
Commission, it would set aside, in the year 1943, not less tha) Bea 
$3,200,000 to be devoted, in 1943, to the retirement of long) siste 
term debt, not including equipment obligations. | title 











“In view of this understanding on the part of the applican|, chlo 
to set aside for long-term debt retirement an amount equal ti) 
the proposed equipment trust certificates, and also the fac) und 
that the new money for the equipment may be obtained at) "on 
low cost and thus conserve applicant’s cash for the retirement) °Tdé 
of long-term debt carrying higher rates of interest, we are of tve 
the opinion that the authority sought should be granted,” said} autl 
the Commission. 
nece 
. carl 
Railroad Abandonments = 


The Chesapeake & Ohio Railway Co., in Finance No. tion 
14195, has asked the Commission for authority to abandon its) The 
Peter Cave Fork Sub-Division, in Lincoln county, W. Va., ex: 
tending from Fork Junction to the end thereof 0.54 mile west 
of Alkol, a distance of approximately 2 miles. Applicant said ( 
there were no industries on the line requiring service, the line 
having been operated at a loss. 


By an order and certificate in Finance No. 14042, Yakima’ 
Valley Transportation Co. Abandonment, the Commission, d- r 
vision 4, has permitted abandonment by the Yakima Valleyof, “ 
a portion of its railroad extending from a point near Selah} 
to the end of the line at Speyers, in Yakima county, Wash, 
approximately 4.2 miles. The report said this was a portion 
of the electric lines owned by Yakima Valley and was builtf 
to serve the fruit-growing industry. In recent years, it said) rat 
cold-storage warehouses, many of them located in Yakima Ba 
and Selah, had been used by fruit growers, and that “all such | 
growers handle their fruit by truck from the orchards t De 
Yakima and Selah, except in rare instances, and none of them i 
offers any additional traffic to the branch.” an 


The Commission, by an order and certificate in Financ 
No. 13908, Southern Railway Co. Abandonment, has permitted 
abandonment by Southern of a branch line of railroad, extend: 
ing from the northern yard limit at Statesville to the end of 
the line in Taylorsville, in Iredell and Alexander counties, 
N. C., 18.5 miles. At the request of the governor of North 
Carolina, the report said, the chairman of the State Utilities 
Commission appeared on behalf of the protestants. An import } ¢¢ 
ant benefit from abandonment of the branch, both to the] i, 
applicant and the general public, would be increased efficiency | 5, 
in train operation elsewhere on the applicant’s line, the repo! | q 
said. It said that a previous application for permission t 
abandon the line was sufficient notice to the affected territory } } 
that the branch was in jeopardy. Withdrawal of that applica } 4, 
tion, it said, indicated that some ray of hope then appeared for by 
its preservation, but that the record contained no assurance 
that the branch would be used to any extent in the future] 9 
greater than in the past five or six years. Jurisdiction Wj yw 
reserved for two years to consider whether conditions sho rm 
be imposed for the protection of employes adversely affected 
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May 1, 1943 


The West Shore Railroad Co., and the New York Central 
Railroad Co., lessee, jointly asked the Commission, in Finance 
No. 14190, for a certificate permitting abandonment by the 
former of the southerly portion of its line of railroad known 
as the Chenango branch extending 5.7 miles from Cazenovia 
to Oran, N. Y., and abandonment of operation by the latter. 
Applicants said public convenience and necessity no longer re- 
quired continued operation of the line—that passenger service 
was discontinued in June, 1933, and freight operations con- 
sisted of one local freight train in turn-around service on Mon- 
day, Tuesday, and Friday of each week. 

By a report and certificate in Finance No. 14044, Louisiana 
& Arkansas Railway Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment by the L. & A. of that 

of its branch line of railroad in East Feliciana and East 
Baton Rouge Parishes, La., extending from Paloma to Mary- 
land Tank Farm, 12.1 miles. 


MARINE TRANSPORT ACTION 
The Commission, by division 4, has issued a certificate and 
order in W-108, Mallory Transport Lines, Inc. Exemption, Sec- 
‘tion 303(e) and W-754, Marine Transport Lines, Inc., Contract 


\ Carrier Application, setting aside the certificate, permit and 


‘order issued Feb. 23 to Marine Transport as successor in in- 


‘terest to Mallory. In W-108, Marine, as successor in interest, 


was found entitled to continue in operation as a common car- 
rier, by self-propelled vessels, of commodities generally be- 
tween points and ports on the Atlantic and Gulf of Mexico 
coasts. In W-754, Marine was found entitled to continue opera- 


‘tion as a contract carrier by non-self-propelled vessels with the 


use of separate towing vessels, in the transportation of liquefied 
chlorine gas in containers between Hopewell, Va., and Kure 
Beach, N. C. Holding of certificate and permit was held con- 
sistent with the public interest, and applicant found not en- 
' titled to exemption under section 303(e) because liquefied 
‘chlorine gas was not a commodity in bulk. 

The order said that Marine had cancelled the agreement 
under which it had been performing the contract carrier opera- 
tion authorized in the aforementioned certificate, permit and 
order, and would discontinue such operation prior to the effec- 
' tive date, May 18, and would not require the contract carrier 
authority. 

The instant ruling certified that public convenience and 
necessity required continuance of the aforementioned common 
carrier operations by Marine, and authorized the applicant to 
continue that operation, and ordered the application for ex- 
emption under section 303(e), and the portion of the applica- 
tion seeking a permit to operate as a contract carrier, denied. 
The certificate and order were made effective May 18. 


Commission Water Reports 


(An asterisk before the docket »umber means that the report 
will not be printed in full in the permanent series of Commission 
reports, Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-501, G. F. Curlett, Baltimore, Md., Contract Carrier 
Application. By division 4. Permit granted. Continuance in 
operation by non-self-propelled vessels with the use of sepa- 
rate towing vessels in the transportation of lumber and fer- 
tilizer materails between ports and points on the Chesapeake 
od and its tributaries, not including the Chesapeake and 
Delaware Canal, and along the Atlantic Intracoastal Water- 
way and its tributary waterways in Virginia and North Caro- 
lina north of and including Pamlico Sound and the Neuse 
River. Commissioner Porter, concurring in part, said he would 
also authorize applicant to continue to operate to Philadelphia 
oo it had handled shipments of lumber to Philadelphia 
; In q 
W-314, Jack Slyfield, dba Elk Boat Line, of McGregor, Ia., 
Applications. By division 4. Certificate granted, effective July 
4, as to continuance of operation as a common carrier by self- 
propelled vessels and by non-self-propelled vessels with the use 
of separate towing vessels in the transportation of passengers 
in the season from May to November, inclusive, between ports 
and points on the Mississippi River from Davenport, Ia., to La 
osse, Wis., inclusive. The Commission found applicant to 
have failed to establish that operation as a common carrier 
y water of passengers between points on the Illinois River, 
and between Chicago and Moline, IIll., and intermediate points, 
y way of the Illinois waterway, the Illinois and Mississippi 
al and the Mississippi River would be required by present 
or future public convenience and necessity; nor that applicant 
was fit, willing and able to transport property between those 
Points. In other respects, the application was dismissed. 
*W-207, Suiter Material & Transport Co., Manchester, O., 
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Common Carrier Application. By Division 4. Certificate 
granted, effective July 12, as to continuance of operation as a 
common carrier by water by means of non-self-propelled vessels 
with the use of separate towing vessels in the transportation 
of commodities generally between ports and points on the 
Ohio River from Point Pleasant, W. Va., to South Ripley, Ky. 
The Commission denied that part of the application for author- 
ity to serve points above Point Pleasant and below South 
Ripley. 

*W-435, Coast Tug and Barge Co., 
Applications, embracing W-175, Ocean Transportation Co. 
Applications. By division 4. Permit granted, effective July 
12, as to operation by Coast Tug and Barge Co. and Ocean 
Transportation Co. jointly as a contract carrier by non-self- 
propelled vessels with the use of separate towing vessels in the 
transportation of logs, and by towing vessels in the performance 
of towage of logs in rafts, along the Pacific coast and tributary 
waterways, not including the Columbia River above Astoria, 
Ore., from Grays Harbor, Wash., to Tillamook, Ore., inclusive. 
The Commission dismissed the application of the latter com- 
pany for exemption of operations under section 302 (e) and 
303 (h) of the act. 

W-547, Great Lakes Towing Co., Cleveland, O., Extension 
—St. Lawrence River. By division 4. Amended certificate 
granted, effective July 12, as to extension of operation by 
applicant in its own right and in the capacity of operating 
owner, as a common carrier by towing vessels in the perform- 
ance of general towage, to or from all ports and points along 
the St. Lawrence River. 


Aberdeen, Wash., 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC103762, Sub 3, Leonard C. Robinson, Grand Rapids, 
Mich., common carrier. Certificate granted. Such commodities 
as require special equipment or specialized handling because 
of size or weight, between points in the Lower Peninsula of 
Michigan on and west of U. S. Highway 27, on the one hand, 
and points in Ind., and O., on the other. 

*MC 73935, Nathan Hoffman, Long Branch, N. J., common 
carrier. Certificate granted. Continuance of operation, 
specified commodities, between Long Branch, N. J., and New 
York, N. Y. 

*MC 691, Sub. 2, Comet Motor Express Co., Craig, Colo., 
extension. Certificate denied. General commodities between 
Denver and Craig, Colo., over a specified route, serving inter- 
mediate and off-route points. The application, the report said, 
was opposed by the Union Pacific, the Denver & Rio Grande 
Western, the Denver & Salt Lake, and many motor carriers. 
Commissioner Lee dissented. 


MC 6554, Sub. 4, Dixie Freight Lines, Inc., Atlanta, Ga., 
extension. On reconsideration, findings in prior report, decided 
Sept. 10, 1942, modified, and certificate granted as to opera- 
tion as a common carrier of general commodities, with excep- 
tions, from and to Fort McClellan, Ala., as an off-route point 
in connection with operations over authorized regular routes. 

MC 9914, Warren Trucking Co., Inc., Martinsville, Va., 
common carrier. On reconsideration findings in prior report, 
34 M. C. C. 372, modified, and certificate granted under the 
“granthfather” clause as to common carriage of new furniture, 
from Martinsville, Va., to specified points in Del., D. C., Md., 
N. J., N. Y., N. C., O., Pa., and W. Va., and general commodi- 
ties, with exceptions, from defined areas in N. Y., Pa., and 
Md, to defined areas in Va., and N. C. Public convenience 
and necessity also found to require operation as a common 
carrier of furniture materials from Williamsport, Pa., to de- 
fined areas in Va., and N. C. In making its decision on recon- 
sideration, the Commission said it re-examined its prior find- 
ings in the light of the principles announced by the U. S. 
Supreme Court in United States vs. Carolina Freight Carriers 
Corporation, 315 U. S. 475. 

*MC 103804, Sub. No. 1, Abe Meltzer, Brooklyn, N. Y. 
Certificate denied. Lumber between points in New York com- 
mercial zone, on the one hand, and, on the other, points in 
Conn., N. J., N. Y., and Pa. within 100 miles of Columbus 
Circle, New York City, over irregular routes. 

*MC 103538, Little, Wilson & Deats, Inc., Pittstown, N. J. 
Permit granted. Fertilizer and animal and poultry feed. from 
Philadelphia, Pa., to Pittstown, over irregular routes. The 
Commission said the transportation performed by applicant in 
its own equipment of fertilizers and feeds and miscellaneous 
commodities used and sold by it in its own business, from 
Philadelphia to Pittstown, appeared to be that of a private 
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carrier. It observed that it was true that the granting of the 
proposed operation would permit a combination of for-hire 
and private carriage, but that there appeared to be little likeli- 
hood that applicant would enjoy any material advantage by 
reason of its private carriage which would enable it to com- 
pete on unequal terms with such other carriers as might be 
serving the points involved. The Commission said its authoriza- 
tion would be conditioned on the maintenance by applicant of 
separate records and accounts for its for-hire and private 
transportation. 

*MC 102831, Sub. No. 1, Richard Rudy and Gerald Will, 
dba Atlantic Transfer, Atlantic, la. Certificate granted. Live- 
stock and agricultural commodities between Atlantic and points 
within 15 miles thereof, on the one hand, and, on the other, 
Kansas City and St. Joseph, Mo., over irregular routes. 

*MC 44840, Sub. No. 5, Empire Milk Trucking Corpora- 
tion, Utica, N. Y. Certificate granted. Liquid sugar and invert 
sugar, in bulk in tank trucks, from New York and Yonkers, 
N. Y., and Edgewater, N. J., to specified points in Conn., Del., 
Mass., N. J., N. Y., Pa., and R. 1., over irregular routes. 

*MC 8354, Sub. 2, John R. Gillis, Lexington, Ky., extension. 
Certificate granted. Household goods between points in Ky., 
except Lexington, on the one hand, and points in Fla., Ill., Ind., 
Kan.. Mich, Mo., N. Y., N. C., O., Okla., Pa., Tenn., Va., 
W. Va., and Wis., on the other. 

*MC 4475, Edward Francis Meders, Cumberland, Md., 
common carrier. Certificate granted. Continuance of operation, 
specified commodities, between points in Md., Pa., W. Va., N. Y., 
N. J., O., Va., and D. C., and general commodities, with excep- 
tions, between Cumberland, on the one hand, and Altoona and 
Pittsburgh, Pa., and points in specified counties of Pa., Md., 
and W. Va., on the other. 

*MC 39073, Joseph Budreck and Frank Budreck, Chicago, 
ill., contract carrier. On further hearing, finding in prior report, 
27 M. C. C. 287, modified, and certificate granted as to continu- 
ance of operations, specified commodities between specified 
points in Ill., Ind., O., Mo., and Ky. 

*MC 80936, Frank Binetti, West New York, N. J., common 
carrier, embracing Sub. 1, Same, extension. Certificate granted 
in MC 80936, Sub. 1, as to passengers and their baggage, in 
round-trip charter operations, from points in Hudson county, 
N. J., to points in Conn., Del., Mass., N. Y., Pa., and D. C., 
traversing Md., for operating convenience only, over irregular 
routes. Application in MC 80936 denied under the “grand- 
father’ clause of section 206(a) of the act. 

*MC F-2013, Mariam C. Hayes, Concord, N. C., Control, 
Terminal Transfer, Inc. Authorizes acquisition by the former 
of control of the latter, of New Brunswick, N. J., through 
ownership of capital stock. 

*MC F-2031, Lyon Van Lines, Inc., Los Angeles, Calif., 
Purchase, Lyon Van & Storage Co. Authorizes purchase by the 
former of certain operating rights of the latter, of Los Angeles. 

*MC 3605, Sub. 4, Greensboro-Fayetteville Bus Line, Inc., 
Charlotte, N. C., extension. Certificate granted. Passengers, 
baggage, express, mail and newspapers, between Pittsboro and 
Burlington, N. C. 

*MC 88901, Sub. 3, Gifford H. Huffman, Elizabeth, W. Va., 
extension. Permit denied. Liquid petroleum products, in tank 
trucks, from North Charleston, W. Va., to Athens and Jackson, 
O., and from Blue Creek, W. Va., to Athens, O. 


*MC 94594, Sub. 1, Flatbush Moving Van Co., Inc., Brook- 
lyn, N. Y., extension. Certificate granted. Household goods be- 
tween New York, N. Y., on the one hand, and points in Conn., 
Del., Md., Mass., R. I., and D. C., on the other. 

*MC 102821, Karl J. Eisenhardt, Ellicott City, Md., common 
carrier. Certificate denied. Petroleum products, in bulk, in tank 
trucks, between specified points in Miss., Ala., Ga., S. C., N. C., 
and Tenn. Applicant sought to haul from pipeline outlets of 
the newly constructed Plantation Pipeline which runs from 
Baton Rouge, La., to Greensboro, N. C., through Ala., La., Miss., 
Ga., N. C., S. C., and Tenn. The report said there was no con- 
vincing proof that the service of any new carrier was required 
in the area. 


*MC 103646, Sub. 1, Aggregates Hauling, Inc., Clinton, Mo., 
contract carrier. Permit granted. Sand and gravel from a point 
one-quarter mile north of Clinton, Md., to Washington, D. C., 
and points in Va., located in the Washington, D. C., commercial 


e. 

*MC 21302, Wilson Motor Lines, Inc., Cleveland, O., com- 
mon carrier, embracing Sub. 1, Same, extension. Certificate 
granted. General commodities, with exceptions, between Cleve- 
land, O., and Pittsburgh, Pa. 

*MC 65662, Warwick-Greenwood Lake & New York Stages, 
Inc., Warwick, N. Y., common carrier, embracing Sub. 1, Same, 
extension. Certificate granted. Continuance of operation in MC 
65662, passengers, baggage and mail, between Warwick, N. Y., 
and New York, N. Y., over a regular route, through N. J., serv- 
ing all intermediate points, and operation in MC 65662, Sub. 1, 
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passengers, baggage and mail, between the junction of Ne 
Jersey highway 2 and New Jersey highway 4 in Paramus, N, }, 
and New York, N. Y., over a regular route, through the Lincgly 
Tunnel, serving all intermediate points, subject to restrictions 

*MC F-2048, Flamingo Truck Lines, Inc., Jacksonville, Fla, 
Purchase, Charles Frederick Peters. Authorizes purchase }y 
the former of operating rights and property of the latter, db, ] 





in i 
ules 
The 


Peters Truck Line, of St. Augustine, Fla. April 

*MC 103510, Howard C. Ransler, Kalamazoo, Mich., com.) publi 
mon carrier. Certificate denied. Household goods, betwee)§f tariff 
points in Kalamazoo, Allegan, Van Buren, and St. Joseph® to re 
counties, Mich., on the one hand, and on the other, points ))§ Il, | 
Ill. and Ind., over irregular routes. Commissioner Lee dissentej§ and - 

*MC 96395, Hattie A. Crawford, St. Louis, Mo., commo ; 
carrier. Certificate granted. Household goods, between ff Apri 
Louis, Mo., and points in Ill. and Mo. within 25 miles of §ff publi 
Louis, on the one hand, and, on the other, points in IIl., Arkf tarifi 
Ind., Tenn., Mo., and Ky., over irregular routes. Commissione}) to 1 
Lee concurred in part. prod 

MC 57698, Sub. 1, Pat Benson, Sterling, Colo., extension St. F 
Certificate granted. General commodities, with exceptions, by } 
tween Sterling, Colo., and Cheyenne, Wyo., over a specifief) Apri 
route, and return over the same route, serving all intermediat{) inter 
points. Authority conditioned on a request by applicant fof) Sup} 
dismissal of his application, MC 57698, for registration of hiv ian, 
Colorado certificate. Commissioner Patterson dissented. The 

*MC 22094, Sub. 1, Colorado Freightways, Inc., Denve| 15 p 
Colo., common carrier, embracing MC 61610, Cornelius J. Brady pelts 
Common Carrier Application, and MC 102, Sub. 3, Colo-Nej Mas 


Mexico Express, Inc. Application. Certificate and permit denie( 
General commodities, between Denver and Fort Collins, Colo 















) Apri 


over a regular route, without service at intermediate point) in s' 
Found in MC 102, Sub. 3, that Colo-New Mexico Express, In.) ame 
as successor in interest to original applicant in MC 61610 failed) sche 
to establish right to a certificate or permit under the “grani} poin 
father” clause. ; | 
*MC 6380, Sub. 2, R. F. Ruesdall, Ashtabula, O., extension} Apr 
Permit granted. Corrugated and solid fiber boxes or containen}, publ 
plain or wood reinforced, from Erie, Pa., to points in O., thos) Parl 
in a described area of N. Y., and of W. Va.; waste paper ani} Stor 
materials used in the making of fiber boxes in the revers| to 1 
direction to Erie. Commissioner Lee concurred in part. on 
*MC 1187, Cushman Motor Delivery Co., Chicago, Ili,p mine 
common carrier. Certificate granted, on further hearing, ani}, foll 
findings in prior report, 12 M. C. C. 676, with respect to opera}, the 
tions in Ind., affirmed. Continuance in operation with respec} Pos 
to Ind. operations as set forth in the prior report. The repor! hou 
said that applicant’s conduct, in consistently endeavoring tj the 
obtain state authority for certain operations, which is continue 
to perform openly without the authority, suggested ‘a com Apr 
promising attitude on behalf of the state authorities, with né pub 
actual attempt by them to stop or impede the operations. ue 
Commissioner Patterson dissented. age 
MC 59680, Jackson-Strickland Transportation Co., Inc. Mn 
Houston, Tex., common carrier. Certificate granted on furthel on 


hearing. Continuance in operation, general commodities, with 
exceptions, between certain Oklahoma points, on the one hand, 
and certain Texas points, on the other, over specified routes; 
packing-house and dairy products from Oklahoma City, Okla 
to Beaumont, Tex., over a specified route. The protestant 
urged that a restriction in applicant’s Texas certificate as { 
transportation of property from one point in Texas to anothey 
point in that state, should be included in any interstate aly 
thority granted. The report said such a restriction would b 
impractical and unreasonable in respect of interstate trafiit 
pointing out that applicant had stated that the restriction wa 





in the permit to cover intrastate movements. Commissione A 
F p 
Patterson dissented. pu 
DC 
COMMISSION WATER ACTION = 
By orders in W-294, Wisconsin & Michigan Steamship ©.f) pj 
Temporary Authority Application, and W-893, Cleveland &% ra 
Buffalo Steamship Co., Temporary Authority Application, the} g) 
Commission, division 4, has authorized the applicants to operat 
as common carriers by water, in interstate or foreign COU tig 
merce, until Dec. 31, 1943, on finding that there was immedialt} op 
and urgent need for the services and that there were no othe 9 
carrier services capable of meeting such need. Wisconsin 5F go} 
Michigan is authorized to operate self-propelled vessels in thé in; 
transportation of passengers and tourists’ automobiles betwee!) ap 
the port of Chicago, Ill., and the ports of Milwaukee, Wis., a! 
Muskegon, Mich., and in the transportation of passengers 
non-stop excursion cruises from and returning to Chicago, whilé 
Cleveland & Buffalo is authorized to operate self-propelled Vf ,, 
sels in the transportation of passengers between the ports °F 4. 





Chicago, Ill., and Benton Harbor and St. Joseph, Mich., inclué- 
ing non-stop excursion cruises on Lake Michigan from and 
turning to those ports. 
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May 1, 1943 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5215, the Commission has suspended from 
April 28 until Nov. 28, the operation of certain schedules as 
published in Supplement No. 4 to Mutual Distributing, Inc., 
tariff I. C. C.-F. F. No. 1. The suspended schedules propose 
to revise the aggregate-tonnage rule on freight from Chicago, 
Il, Minneapolis and St. Paul, Minn. to points in Minnesota 
and North Dakota. 

I. and S. No. 5216, the Commission has suspended from 
April 28 until Nov. 28, the operation of certain schedules as 
published in Supplement No. 4 to Mutual Distributing, Inc., 
tariff I. C. C.-F. F. No. 1. The suspended schedules propose 
to reduce the rates on albums, cellulose film, cellulose film 
products, labels and printed matter between Chicago, Ill. and 
St, Paul-Minneapolis, Minn. 

In I. and S. M-2236, the Commission has suspended from 
April 28 until Nov. 28, the operation of schedules (insofar as 
interstate or foreign commerce is concerned) as published in 
Supplement No. 2 to tariff MF-I. C. C. No. 6 of Jacob Asadoor- 
ian, doing business as J. Asadoor’s Trucking, Methuen, Mass. 
The suspended schedules propose ot increase by approximately 


_ 15 per cent, distance rates on fertilizer, lime, hides, skins and 


pelts between points in eastern Massachusetts and points in 
Massachusetts, New Hampshire, Rhode Island and Vermont. 

In I. and S. M-2233, the Commission has suspended from 
April 26 until Nov. 26 the operation of schedules as published 
in supplement No. 24 to tariff MF-I. C. C. No. A-35 of Trans- 
american Freight Lines, Inc., Chicago, Ill. The suspended 
schedules propose to increase class rates between numerous 
points in central territory. ; 

In I. and S. M-2234, the Commission has suspended from 
April 26 until Nov. 26 the operation of certain schedules as 
published in supplement No. 7 to tariff MF-I. C. C. No. 11 of 
Park Hetzel, Jr., doing business as Lawrence Transfer and 
Storage Co., Lawrence, Kan. The suspended schedules propose 
to increase classification exception ratings and commodity rates 
on various commodities between Kansas City, Mo.-Kan., and 
nine points in Kansas, including Lawrence and Topeka. The 
following is illustrative: On chocolate syrup, less-truckload, 
the present rating is 42 and the present rate 31 cents, the pro- 
posed rating is 55 and the proposed rate 33 cents. On packing- 
house products, less-truckload, the present rate is 33 cents and 
the proposed rate 40 cents. 

In I. and S. M-2235, the Commission has suspended from 
April 27 until Nov. 27, the operation of certain schedules as 
published in supplement No. 46 to joint tariff MF-.I C. C. No. 
27 of Western Trunk Line Motor Common Carriers Bureau, 
agent, Kansas City, Mo. The suspended schedules propose 
minimum class-rate restrictions, resulting in increases, in con- 
nection with the Healzer Cartage Co., between points in west- 
ern states. 

In I. and S. M-2237, the Commission has suspended from 
April 29 until Nov. 29 the operation of certain schedules as 
published in various revised pages to tariffs M. F.-I. C. C. Nos. 
land 3 of Intermountain-Coast Motor Freight Tariff Bureau, 
Agent, Denever, Colo. The suspended schedules propose to 
cancel the Colorado Rapid Transit Co. and the Overland Motor 
Express Co. from the list of participating carriers, and also to 
cancel joint rates from and to Boulder, Colo., which would re- 
” in the application of higher combination rates in lieu 
thereof, 

In I. and S. M-2238, the Commission has suspended from 

April 30 until Nov. 30 the operation of certain schedules as 
published in supplement No. 12 to joint tariff, MF-I. C. C. No. 
0 0f Middlewest Motor Freight Bureau, Agent, and MF-I. C. C. 
No. 88 of Central States Motor Freight Bureau, Inc., Agent. 
The suspended schedules propose to establish certain rates as 
minima or to establish combination rates in lieu of one-factor 
rates, on joint-line traffic between points in Iowa, Kansas, Mis- 
souri, Nebraska and points in central territory. 
_ InI. and S. No. 5217, the Commission has on its own mo- 
tion suspended from April 30, 1943 until November 30, 1943, the 
operation of certain schedules as published in supplement No. 
28 to Consolidated Freight Classification No. 15. The suspended 
schedules propose to amend Rule 7 of the Classification, relat- 
Ing to delivery of shipments covered by order bills of lading 
and straight bills of lading (advise shipments). 


ST. LOUIS TERMINAL PLAN 


The City of St. Louis has filed exceptions to the examiner’s 
report in No. 28851, City of St. Louis vs. Terminal Railroad 
Association of St. Louis, asking that oral argument be granted. 


1021 


The proceeding involved the elimination of elevated tracks 
along the river-front portion of the city’s Jefferson National 
Expansion Memorial Park, and use of the MacArthur Bridge 
over the Mississippi River. In part, the examiner’s report said 
that public convenience and necessity had not been shown to 
require execution of the so-called west-side plan, and that the 
Commission was without power to require track changes pro- 
posed in order that passenger trains might be rerouted to leave 
or enter St. Louis over the MacArthur Bridge (see Traffic 
World, April 10, p. 851). 

The brief of the City of St. Louis said there was no doubt 
that public convenience and necessity required that the elevated 
tracks should come down, and that all parties had agreed to 
this. Also it said that “time and again” the Commission had 
stated that the bridge should be put to work, “notably when it 
approved the Terminal’s own application 1930 to use the bridge 
on behalf of all of the proprietary lines.” 

The Commission did have jurisdiction, it said, arguing that 
the track changes on both the east and west side of the river 
constituted extensions of main lines of railroad within the mean- 
ing of paragraph 21 of section 1 of the act. If the Commission 
found either of the city’s plans objectionable, it said, some indi- 
cation should be given of the nature of a plan which would be 
satisfactory and that the public authorities should be given an 
opportunity to meet those requirements. 





MOTOR CARRIER CONTROL CASE 


_The Commission, division 4, by an order in MCF-2181, 
United States Freight Co.—Investigation of Control—Interstate 
Motor Freight System, has instituted an investigation of the 
control exercised by United States Freight Co. over carriers 
and freight forwarders. The order said that the Freight Co. was 
a “person controlling a carrier or carriers under part II and a 
freight forwarder or freight forwarders under part IV” of the 
act. Interstate was a carrier subject to part II, it said, adding 
that it appeared that control or management of Interstate in a 
common interest with said carrier or carriers and freight for- 
warder or freight forwarders controlled by the Freight Co. 
“may have been effectuated and may be continuing in violation 
of the provisions of sections 5(4) and 411(a)(1) of the act.” 

The investigation was instituted, it said, to inquire into 
said violation and all matters related to it and, if such viola- 
tion was found, to enter an order requiring those participating 
in it to take such action as might be necessary to prevent 
further violation. The matter would be assigned for a hearing 
at a time and place to be determined, it said. The following 
were made respondents to the proceeding: 


Harry Bylenga, Jerome V. Sanner, Morris Forgash, C. A. Waltz, 
H. W. Burnham, R. J. Leibenderfer, F. L. Bateman, W. L. Taylor, 
W. H. St. John, B. R. Lawrence, F. N. Melius, Jr., F. E. Jones, M. J. 
Murray, E. H. Gardner, and George S. Norcross; United States Freight 
Co.; B. Y. Meyer, trustee of certain stock in United States Freight Co.; 
and Interstate Motor Freight System. 


COMMISSION ORDERS 

W-726, John J. Boland and John J. Boland, Jr., contract carrier 
application; W-765, Steel Products Steamship Corporation, successor 
to Steel Products Transportation Corporation; and W-772, Bison Steam- 
ship Corporation, contract carrier application. Effective date of cer- 
tificates and orders of March 31, postponed to August 25. 

MC F-1547 (supplemental), Southeastern Greyhound Lines, issuance 
of notes. Supplemental application filed February 5, dismissed. Order 
of July 28, 1941, modified so as to limit amount of notes which may be 
issued thereunder to $140,952, amount already issued. 

MC F-1638 (supplemental), Southeastern Greyhound Lines, issuance 
of notes. Supplemental application filed February 5, dismissed. Order 
of September 13, 1941, modified so as to limit amount of notes which 
may be issued thereunder to $173,375, amount already issued. 

MC 35992 Sub. 1, Glen Frear, extension, Cherokee; and MC 52875 
Sub. 1, Wayne Hunt, extension, Cherokee. Report, 32 M. C. C. 849, and 
order of March 19, 1942, modified so as to authorize issuance to appli- 
cant, on compliance with sections 215 and 218 of interstate commerce 
act and rules and regulations thereunder, and with requirements estab- 
lished in Contract of Contract Carriers, 1 M. C. C. 628, of a permit au- 
thorizing, in addition to authority granted in said report and order, 
transportation of eggs from Cherokee, Iowa, to Chicago, IIl., over irreg- 
ular routes. This order shall become effective May 19, unless prior 
thereto any party in interest shall show cause, if any there be, in a writ- | 
ing verified under oath, why report and order of March 19, 1942, should 
not be modified in manner described above. 

MC 38195 Sub. 1, Charles Arthur Weeks, extension of operations. 
Reopened for reconsideration. 

MC 76560, Lamont Hand, common carrier application. Reopened for 
further hearing. Order of January 14, as subsequently modified to 
become effective May 15, in so far as it denied application, vacated. 

MC 78325, Frederick J. Kroesen, common carrier application; and 
MC 100297 and Sub. 1, Joseph C. Galloway, common carrier applications. 
Reopened for further hearing. Order of November 10, 1942, as subse- 
quently modified to become effective June 15, in so far as it denied 
application, vacated. 


W-79, Harry A. Killian, contract carrier application. Reopened for 
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reconsideration. Effective date of denial order postponed until further 
order of Commission. 

Valuation docket No. 1267, valuation of pipe line of Champlin Re- 
fining Co. Reopened for reargument and reconsideration. 

No. 28215, Valley Steel Products Co. et al. vs. A. T. & S. F. et al. 
Order of February 18, 1941, further modified to become effective July 
27, on not less than thirty days’ notice, instead of May 27. 

MC 54435, Michigan Motor Freight Lines, Inc., common carrier ap- 
plication. Reopened for further hearing solely to determine right of 
applicant to continue transportation of general commodities, to, from 
or between points, and over routes or portions thereof described in 
appendix B to report, and for submission of evidence of public con- 
venience and necessity only with respect to such points or routes to, 
or from, or over which operations were commenced subsequent to 
June 1, 1935, and prior to October 15, 1935. Order of September 17, 
1942, as subsequently modified to become effective April 30, in so far 
as it denied applicant right to continue above-mentioned operations, 
vacated. 

MC 70330, J. T. Miller, contract carrier application; MC 70330 
Sub. 1, J. Tom Miller, extension, Louisiana-Mississippi; and MC 70330 
Sub. 3, J. T. Miller, extension of operations. Reopened for recon- 
sideration. 

MC 80428, H. Leon and Frank H. McBride, common carrier appli- 
cation. Reopened for reconsideration solely to determine whether 
applicants should be granted authority to transport supplies, equip- 
ment and machinery used in dairy business, and of wrecked or dis- 
abled motor vehicles, between points in New York, New Jersey, Penn- 
sylvania, Maryland, Connecticut, and Massachusetts, over irregular 
routes. Order of January 13, as subsequently modified to become 
effective May 31, in so far as it denied applicant right to continue 
above-described operations vacated. 

|. & S. 4786 and |. & S. 4787 (second supplemental), Package rates 
on citrus fruits; |. & S. 4511, Estimated weights on citrus fruits; No. 
28501, Alturas Packing Co., Inc., et al. vs. A. C. & Y. et al.; No. 28547, 
Associated Anaheim Growers, Inc., et al. vs. Same; and No. 27741, 
Waverly Growers Cooperative et al. vs. Same. Supplemental order 
of February 1, modified to become effective May 14. 


PETITIONS FOR REHEARING, ETC. 

No. 28946, Roanoke-Webster Brick Co., Inc., et al. vs. A. G. S. et al. 
Southern Traffic League, and other intervenors, ask reopening to permit 
introduction in evidence of copy of a price list of Old Dominion Clays, 
Inc., effective July 29, 1941. 

No. 17000 Part 7, Rate structure investigation, grain, grain prod- 
ucts, with western district. Respondents ask modification of third 
supplemental order of December 7, 1940, to permit continuation of 
rates on barley, corn (not pop-corn), oats and products thereof, dry 
and uncooked, scheduled to expire with June 1, for a period of seven 
months or to expire with December 31. 

W-359, Cornell Steamboat Co., contract carrier application. Cornell 
Steamboat Co. asks modification of certificate and order of February 
2 by postponing effective date thereof. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. 14141, Athens Terminal Co. bonds; 
F. D. 14141 Sub-No. 1, Gainesville Midland Railroad Co. assumption 
of obligation and liability; and F. D. 14141 Sub-No. 2, Seaboard Air 
Line Railway Co. receivers assumption of obligation and liability. 

(1) Granting authority to the Athens Terminal Co. to extend 
from July 1, 1937, to the date of termination of the proposed bond- 
holders’ agreement described therein, the date of maturity of not 
exceeding $200,000 of first-mortgage 30-year 5 per cent gold bonds, to 
bear interest from Jan. 1, 1930, to Jan. 1, 1943, at the rate of 3% 
per cent per annum, less certain sums as indicated therein, and from 
Jan. 1, 1943, to the date of termination of the bondholders’ agreement 
at the rate of 3 per cent per annum. 

(2) Granting authority to the Gainesville Midland Railroad Co., 
and the receivers of the Seaboard Air Line Railway Co. to assume 
obligation and liability, in the respective proportions provided, in 
respect of the payment of the interest on the bonds as extended and 
otherwise modified and of certain other expenses in connection there- 
with, approved. 

Report and order in F. D. 14142, Seaboard Air Line Railway Co., 
receivers et al., operation, authorizing acquisition by Legh R. Powell, 
Jr., and Henry W. Anderson, receivers of the Seaboard Air Line Ry. 
Co. and the Gainesville Midland R. R. Co., of joint use of the railroad 
and properties of the Athens Terminal Co., in Clarke county, Ga., 
approved. 

Report and certificate in F. D. 14139, Atlantic & Western Railway 
Co., et al., construction, authorizing construction by the Atlantic & 
Western Railway Co., and the Atlantic Coast Line Railroad Company, 
of a connecting track in Lee county, N. C., approved. 


MOTOR FINANCE CASES 


MC F-1881, H. A. Austin, purchase—Arthur Goforth (H. T. Go- 
forth, Administrator). Purchase by Service Storage & Transfer Co., 
Inc., of Bluefield, W. Va., as applicant in lieu of H. A. Austin, of 
operating rights of Arthur Goforth (H. T. Goforth, Administrator), 
dba Goforth Freight Lines, also of Bluefield, approved and authorized, 
subject to condition. 

MC F-2151, Milton J. and Harry D. Zabarsky, purchase—Boston- 
Bangor Transportation Corporation. Application for authority under 
section 210a(b) of Milton J. Zabarsky and Harry D. Zabarsky, doing 
business as St. Johnsbury Trucking Co., of St. Johnsbury, Vt., for 
temporary operation of motor-carrier rights of Boston-Bangor Trans- 
portation Corporation of Somerville, Mass., granted, with condition. 

MC F-2152, Bruce Cook and Harry W. Fulmer, purchase—W. M. 
Daniels. Application for authority under section 210a(b) of Bruce 
Cook and Harry W. Fulmer, doing business as Cook and Fulmer, of 
Billings, Mont., for temporary operation of a portion of the motor- 
















TRAFFIC WORIE May 


carrier rights of W. M. Daniels, doing business as Daniels Auto Freigh 
Lines, of Butte, Mont., granted, with condition. ' 
MC F-2154, W. J. Fortier and Russell A. Fortier, purchase—R}, 
Murrell Chester. Application for authority under section 210a(b) if 
W. J. Fortier and Russell A. Fortier, doing business as Fortier Trang. 
portation Co., of Fresno, Calif., for temporary operation of moth. 
carrier rights and properties of Elton Murrell Chester, doing pyg. 
ness as Chester Fuel & Transportation Co., of San Francisco, Cali 
denied. j 
MC F-2158, The Gallagher Transfer and Storage Co., purchase 
Colorado-Wyoming Express. Application for authority under seetig, 
210a(b) of The Gallagher Transfer and Storage Co., of Denver, Cojo 
for temporary operation of the rights and properties of Coloraj. 
Wyoming Express, also of Denver, and of rights and properties of Re, 
Shepherd, doing business as Motor Express Co. of Wyoming, of Sy 
Lake City, Utah, granted, with conditions. 
MC F-2058, Hall’s Motor Transit Co., purchase—M. A. Clark, Py 
chase by Hall’s Motor Transit Co. of Sunbury, Pa., of operating righ 
and property of M. A. Clark, of State College, Pa., approved and ae ; 
thorized, subject to condition. Issuance of a certificate to Hall’s Motu 
Transit Co. authorized upon compliance with certain conditions, .. 
MC F-2144, Crown Motor Freight Co., lease—Bell Carrier Corpor) 
tion. Application for authority under section 210a(b) of Crown Mot, 
Freight Company, of Paterson, N. J., for temporary operation of motg, 
carrier rights of Bell Carrier Corporation, also of Paterson, grant 
with condition. 


FINANCE APPLICATIONS aie 
Finance No. 14186, Berryman Henwood, trustee, St. Louis Sout! 
western Railway Co., and the railroad, ask authority to extend thy 
lines of railroad of the company by the acquisition of trackage righti 
over the MacArthur Bridge and approaches that cross the Mississipy| 
River between St. Louis, Mo., and East St. Louis, IIll., involving 43) ; 
miles of track owned by the Terminal Railroad Association of §| 
Louis. No construction would be required, the application said, ani} 
that expenses presently incurred in handling passenger trains acros) 


the Merchants Bridge over the Mississippi River would be _ substay 
tially reduced. 


MC F-2175, Consolidated Freightways, Inc., of Portland, Ore., ask railre 
authority to issue 475 shares of first preferred stock, $100 par value, jt 


hi 
exchange for 475 shares of common stock of Sunrise Trail, Inc., (fp i A 
Lewiston, Idaho. 


MC F-2176, Paul S. Whitescarver, dba Whitescarver Transportation . 
of Newark, N. J., asks permission to purchase certain operating rights 


and property of Jersey Coast Transfer Co., Inc., of Asbury Park, N. Jp 
and temporarily to operate. 

MC F-2177. Luper Transportation Co., Shawnee, Okla., asks av 
thority to purchase operating rights of Ray Shelton, Jr., and Heste 
B. Huffhines, dba Durant Transit Co.. Dallas. Tex. 

Finance No. 14188. La Salle & Bureau County Railroad Co. ask 
authority to acquire joint trackage rights over the main line and si. 
ings of the Chicago & Northwestern at La Salle Junction, Il., then 
over sidings and main line of the New York Central to Ladd, IIL. : 
total of 2.89 miles, under terms of a rental agreement. Applicant sali) 
the purpose of the transaction was to enable it to extend the publi 
a more expeditious service at less cost. t 

Finance No. 14191. Erie Railroad Co. asks authority to operat 
under trackage rights over portions of the tracks of the Lehigh Valley 
Railroad Co. between Duryea Junction, Pa., and the breaker of the 


Heidelberg Colliery, in the vicinity of Avoca, Luzerne County, Pa.| 
approximately 2 miles. 


MC F-2178. National Transit Corporation, Detroit, Mich., asks 


authority to purchase operating rights of Elmer R. Meeker, dba Royal 
Oak-Birmingham Express, Detroit, Mich. 


MC F-2179. Modern Transfer Co., Inc., Allentown, Pa., asks au- 
thority to manage and Operate the York-Buffalo Motor Express, Inc., 


York, Pa., the latter now being operated by Middlesex Transportation 
Co., under authority in MC F-1846. 


DIVERSION, RECONSIGNMENT RULES 

The railroads’ National Diversion and Reconsignment 
Committee held a public hearing at the Transportation Build. 
ing, Chicago, April 27, on its proposal to modify present diver: 
sion and reconsignment rules, embodied in tariffs covered by 
straight and order bills of lading, so as to make those rule 
conform to revised Rule 7 of the Consolidated Freight Class: 
fication No. 15, which becomes effective April 30. No objection 
were voiced to the proposal at the brief hearing. 

Committee members explained that, at present, in tariff 
governing delivery of shipments covered by order bills © 
lading, straight bills of lading, and the like, there were pubf 
lished conditions of rules and charges, including lengthy clausesp 
about placement of checks or surety bonds with the railroads} 
when bills of lading were not surrendered at the time shipments} 
were diverted or reconsigned. Those clauses, they said, wert 
the same as certain clauses contained in Rule 7 of the Class: 
fication. Whenever those clauses in Rule 7 were changed, it was 
necessary to change the rules, they said, adding that the pre 
posal was to substitute. for those clauses, the brief statemet! 
that bills of lading could be surrendered “only under the pro 
visions of Rule 7 of Consolidated Freight Classification.” 

G. H. Shafer, general traffic manager, Weyerhaueser Sales 
Company, Minneapolis, and chairman of the National Industrial 
Traffic League’s diversion and reconsignment committee; J. 
S. Brown, manager, traffic department, Chicago Board of Trade, 
and other shipper representatives, agreed to the proposal, 
~— that the committees’ rules were only supplemental t? 

e 7. 
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of Colon} Leander G. Tait Purchase 

— eu Examiner C. R. Engelhart, in a proposed report to MC 
= F-1951, Refiners Transport & Terminal Corporation—Purchase 

Clark. Py —Leander G. Tait, has recommended approval by the Com- 

rating right! mission of the purchase by Refiners Transport of all the operat- 

oved and all ing rights and property of Leander G. Tait, doing business as 

g rig 


Hall's Mot city Oil Transportation, of Haverhill, Mass. The Tait right 
ie re ) involved common carriage of petroleum products, in bulk, in 
crown Mort tank trucks, from Chelsea, Revere, Everett, Cambridge, and 
ion of motel Beverly, Mass., to points in a described area of New Hamp- 
son, grante shire, and from Waltham, Mass., to Nashua, N. H., and certain 
temporary authority between points in the area now served, 


' for which applications were pending, the report said. 


Louis Sout! With respect to questions raised by protestants in this 
> extend ty proceding, similar to those raised in MC F-1936, Refiners 
ickage righ) Transport & Terminal Corporation—Purchase—Marshall Trans- 
€ Mississip) | port Co., Inc., and Warren C. Marshall, the proposed report 
ee 45) in the instant proceeding followed the decision of division 4 of 
ation of SI) the Commission in MC F-1936 (see Traffic World, April 10, p. 
948). The examiner said he must take judicial notice of that 
decision, which had found that Union Tank Car Co., owner of 
826 per cent of the stock of Refiners Transport, was not a 
railroad affiliate. He said also the contention that the relation- 
ship of Refiners Transport and of Union with oil companies 
‘would result in Refiners Transport having competitive advan- 
ansportatin} t@geS,not now enjoyed by independent operators had been re- 
rating righ} jected by division 4 in the Marshall case. Likewise, he said. 
- Park, N.j} While purchase and transfer of title to Refiners Transport of 
a portion of Tait’s equipment prior to Commission approval 
was unlawful, following the Marshall case “denial of the in- 
stant application solely because of such unlawful partial con- 
summation is not warranted... .” 


In answer to the protestants’ contention that transfer of 
Tait’s equipment from New England to the middle west, where 
Ladd, Ill, |, Refiners Transport operated, would restrict service in favor of 
pplicant sai) shipper in the middle west. the exeminer said it was not clear 
'd the publi) how this would work to the detriment of the protestants, as 
normally such a situation would tend to increase the demands 
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‘ehigh Valley for their own services.” 
eaker of thé From the records, the report said, it could be concluded 
County, Pa. that Refiners Transport would endeavor to perform a service 
ae at least as good as that performed by Tait. As to the shifting 
© dhe bee of equipment to the middle west during hte summer months 
= *" to meet heavy demands for gasoline transportation, the report 
Da., asks au. Said, this would make possible compliance with the request 
‘xpress, Inc, of the Office of Defense Transportation that each vehicle be 
ransportatio } operated 130 hours a week throuzhout the year. Tait’s traffic, 
it said, was predominantly fuel oil which normally moved dur- 
s ing the late fall and winter months. 
-onsignment As to the argument that the locations of Refiners Trans- 
ation Build), Port and Tait operations would not permit “a physical integra- 
esent diver.| tion,” the report said that distribution of petroleum products in 
covered by} bulk, over irregular routes, from concentration points, was un- 
those rule} like general-commodity overations, and an efficient and profit- 
ight Class-§ ble operation was possible in separate disconnected territories. 
o objection SE 


MOTOR STOCK ACQUISITION 


, ff 
. In a report in MC F-2023, Claude A. Jessup. et al., Control, 


ler bills 0 


. were pub-} Safeway Trails, Inc., Examiner Vernon V. Baker has recom- 
xthy clauses}. Nended that the Commission authorize acquisition by Claude 
ne railroads}, A. Jessup and Samuel A. Jessup. of Charlottesville, Va., and 
e shipments | William A. Roberts, and Charles B. McInnis, both of Washing- 
, said, were § 1, D. C., of control of Safeway Trails, Inc., of Washington, 
| the Classi- through ownership of its capital stock. 
nged, it was 

T0- 
git FERTILIZER 
ler the pt} TI. and S. M-2157, Fertilizer, Etc.. Baltimore to Virginia 
tion.” Points. By Examiner W. T. Croft. Increased less-truckload 
wueser Sales} and truckload commodity rates on fertilizer from Baltimore, 


1] Industrial Md., to Front Royal, Va., and on animal and poultry feed from 
mmittee; J. timore to Winchester, Va., proposed by Emery’s Transfer, 
rd of Trade, § Inc, of Martinsburg, W. Va., not just and reasonable. Sched- 


e proposal § ules filed to become effective Dec. 27 and suspended until 
lemental 0 











in I. C. C. Cases 


Railroad, Water, and Motor Transport 





July 27 on protest of the Office of Price Administration pro- 
posed to be ordered conceled and proceeding discontinued. 


PAPER 


I. and S. M-2161, Unloading Paper and Paper Products in 
Transit. By Examiner C. W. Bennett. Rule proposed by Watt 
Brothers, a motor common carrier of Central Falls, R. L, 
providing for stopping in transit of truckload shipments for 
partial unloading at intermediate points, at different charges a 
stop, depending on the number of stops made, in connection 
with truckload rates on paper and paper products from Brad- 
ford and Haverhill, Mass., to New York, N. Y., and certain 
points in New Jersey, unlawful. Schedules filed to become effec- 
tive Jan. 4 and suspended until Aug. 4 on protest of New 
England Freight Association of rail carriers and the New Eng- 
land Motor Rate Bureau, Inc., proposed to be ordered canceled 
without prejudice to the filing of new ones in conformity with 
views expressed in the report, and proceeding discontinued. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’’ type, 
with name of town or city following.) 


Washington (Yakima)—-MC 103494, Sub. No. 1, William 
C. Easley, dba W. C. Easley Hauling Service. Permit proposed. 
Pea vining machines between points in Walla Walla county, 
Wash., on the one hand, and, on the other, Umatilla county, 
Ore., over irregular routes. 

West Virginia (Charleston)—-MC 1519, Sub. No. 3, Pan 
American Greyhound Lines, Inc. Certificate proposed. Passen- 
gers, baggage, express, mail and newspapers between junction 
of South Carolina highways 3 and 393 and Blackville, S. C., 
over specified route, with service at all intermediate points. 
Applicant had obtained temporary authority for such operation 
in MC 1519, Sub. No. 1 TA. 

Indiana (Elkhart)—-MC 104098, Sub. 1, Wilbur F. Hughes 
and Royal W. Hughes, common carrier. Certificate proposed. 
Petroleum products, in bulk, from East Chicago, Ind., to Niles 
and Benton Harbor, Mich.; from St. Joseph, Mich., to Gary, 
South Bend, Argos, Rochester, Warsaw, Columbia City, La- 
grange, and Elkhart, Ind.; and from Bloomingdale, Mich., to 
Wauseon, Ohio, Angola, Fort Wayne, Bluffton, Logansport, 
and Marion, Ind. 

New York (New York)—MC 101219, Sub. 6, Merit Dress 
Delivery, Inc., extension. Certificate proposed. Men’s gar- 
ments and materials and supplies for such garments, between 
Boston, Mass., and New York, N. Y., over a described regular 
route, and return over the same route, serving the intermediate 
and off-route points of Fall River, Taunton, Cambridge, New 
Bedford, North Attleboro, Brockton, and Waltham, Mass., and 
Providence, Bristol, Crompton, Pawtucket, and Warren, R. L., 
restricted to traffic originating at or destined to New York, 
N. ¥. 


Massachusetts (Boston)—-MC 75872, Sub. 4, Boston & 
Maine Transportation Co., extension. Certificate proposed. 
General commodities, except those in bulk (other than coal) 
between certain points in N. H., over five described routes. 

New York (Fredonia)—MC 65626, Sub. 7, Thomas De- 
Ceilio, extension. Certificate proposed. Iron and steel products 
in bars and coils, from Brackenridge, Monessen, and West 
Leee@hburg, Pa., to Dunkirk, N. Y., over irregular routes. 

Massachusetts (Medford)—MC 63673, Sub. 1, Warner Co., 
Inc., extension. Dismissal of application proposed, at appli- 
cant’s request. Household goods, between points in Mass., 
Conn., Del., Ill., Ind., Me., Md., Mich., N. H., N. J., N. Y., 
N. C., Olio, Pa., R. i, Vt. Va., W. Va., and BD: C. 

Illinois (Chicago)—-MC 52455, Sub. 6, Nowak Trucking 
Co., extension. Permit proposed. Glassware, glass containers, 
and paper shipping cartons, from Winchester, Ind., and Lan- 
caster, O., to St. Louis, and from Connellsville, Pa., to points 
in Ill., Ind., and Ohio, points in defined areas of Ky., and Mich., 
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and to Bay City, Mich., and St. Louis, Mo., over irregular 
routes. 

New Jersey (Paterson)—-MC 48957, Sub. 2, Crown Motor 
Freight Co., extension. Certificate proposed. Textile, textile 
products, machinery, petroleum products in containers, and 
equipment and supplies used in the manufacture of textiles and 
textile products, except commodities in bulk, and except tex- 
tile machinery and parts, from Paterson, N. J., to Parkersburg, 
W. Va., and Lewistown and Marcus Hook, Pa., from points in 
Hudson, Passaic, Essex and Middlesex counties, N. J., and 
New York, N. Y., to Lewistown, Pa., and Fairmount and 
Parkersburg, W. Va., and of rejected and returned shipments 
on return; between Parkersburg, on the one hand, and on the 
other, Lewistown and Marcus Hook, Pa., over irregular routes. 

New York (Olean)—-MC 104266, Fred V. Keller, contract 
carrier. Permit proposed. Machinery, oil well equipment and 
supplies, tanning equipment and supplies, and in connection 
therewith, equipment and materials used in the installation 
thereof, from Olean, N. Y., to Elkland and Curwensville, Pa., 
and points in N. Y., and Pa., within 50 miles of Olean, and 
similar commodities returned for reconditioning. and also equip- 
ment and materials used in the installation thereof, in the 
reverse direction. 

Massachusetts (Quincy)—-MC 104214, Bay State Explosive 
& Supply Co., contract carrier. Denial for want of prosecution 
proposed. Explosives and blasting accessories between Boston, 
Mass., and points in Me., N. H., Vt., Mass., R. I.. and Conn. 

New Mexico (Nara Visa)—-MC 104105, Bert Stull, common 
carrier. Denial for want of prosecution proposed. Specified 
commodities between specified rail heads and points in N. M. 


Oklahoma (Duncan)—-MC 103520, Irl A. Nichols, common 
carrier, embracing Sub. 5, Same, extension. Dismissal of ap- 
plications for certificates proposed at applicant’s request. 
Petroleum products, in bulk, from West Tulsa, Okla., to speci- 
fied points in Ark. 


Texas (Lubbock)—-MC 89520, Sub. 2, C. J. Van Beekum, 
extension. Permit proposed. Dangerous explosives and blast- 
ing supplies between the site of the Atlas Powder Company’s 
magazine, approximately 5 miles north of Lubbock, Tex., and 
points in N. M. 


Maine (South Portland)—-MC 34930, Sub. 7, Ludwin Proulx 
extension. On finding public convenience and necessity not to 
require permanent operation, recommends that the Commis- 
sion, on its own motion, consider the application as one for 
temporary authority, authorizing operation until Dec. 31, 1944, 
under section 210 (a) of the interstate commerce act, as 
amended by the second war powers act of 1942, as a common 
carrier of petroleum products and clay from and to specified 
points in N. H., Me., and Mass. 


IMinois (Champaign)—-MC 5352, Sub. 1, R. D. Cooper, 
O. R. Cooper and Paul S. Cooper, extension. Permit proposed. 
Malt and carbonated beverages and advertising material per- 
taining to such commodities, from St. Louis, Mo., to Urbana, 
Ill., and empty beverage containers on return. 


Michigan (Saginaw)—-MC 28478, Sub. 1, David C. Doyle, 
extension. Certificate proposed. General commodities, with ex- 
ceptions, over specified highways in Mich. for operating con- 
venience only. 

Texas (Breckenridge)—-MC 41610, Sub. 1, James E. Cox, 
extension. Certificate proposed. Machinery, materials, supplies 
and equipment, incidental to, or used in, the construction, de- 
velopment, operation, and maintenance of facilities for the dis- 
covery, development and production of natural gas and petro- 
leum between points in Tex., south of U. S. highway 80 and 
within 100 miles of Breckenridge, Tex., and between points in 
Texas as aforedescribed, on the one hand, and points in La., 
and Okla., on the other. 


Kansas (Wichita)—-MC 42270, Sub. 7, Carl Logue, exten- 
sion. Certificate recommended. General commodities, with ex- 
ceptions, between specified points in Okla. 

Rhode Island (Woonsocket)—-MC 60402, Sub. 1, Alphirie 
Bourcier, extension. Certificate proposed. Specified commodi- 
ties between Woonsocket, R. I., and points in Mass., within 20 
miles thereof. 

New York (New York)—MC 79007, Leo D. Burden and 
Frank V. Cummins, common carrier. Certificate proposed, on 
further hearing. General commodities, with exceptions, between 
New York, N. Y., and Oswego, N. Y.; between Syracuse, N. Y., 
— N. Y.; and between Binghamton, N. Y., and Elmira, 
N. ¥. 

New Mexico (Clayton)—-MC 104039, Sub. 1, S. E. Warren, 
common carrier. Denial proposed. Petroleum products, in bulk, 
in tank trucks, from refineries at Amarillo, Pampa, Borgers and 
Sherrin, Tex., to points in Union, Colfax, Harding, Mora, Taos, 
San Migael, Santa Fe, Curry and Quay counties, N. M. 

Pennsylvania (Macungie)—-MC 103978, Sub. 1, Robert I. 
Aten, common carrier. Certificate proposed. Unprocessed agri- 
cultural commodities, from Macungie, Pa., and points within 






TRAFFIC WOR}) piay 


25 miles thereof, to Camden, N. J., between July 15 and Oct, 
ber 31, over irregular routes. 

Arkansas (Mountain Home)—MC 92113, Sub. 1 Ex, Osey 
H. Ray, exemption. Certificate proposed. Pickup and delive 
service in Cotter, Ark., under contract with the Missouri P,. 
cific Railroad Co. not subject to part II of the act. Transpo. 
tation between the railroad’s freight depot at Cotter and Mow. 
tain Home and intermediate points, performed at request gf 
shippers and consignees, although shipments have come frop 
or are destined to points in states other than Arkansas, foun; 
negligible in amount and of such nature as would not, if ¢. 
empted from regulation, substantially affect regulation of jp. 
terstate commerce. 
Nebraska (Omaha)—-MC 59840, Sub. 6, On-Time Transfe 
Co., extension. Certificate proposed. General commoditig 
with exceptions, between Chicago, Ill., and Lincoln Neb., ove 
a specified route, and return over the same route, with muThere 
service at intermediate or off-route points. Fe includ 

New York (Niagara Falls)—MC 6736, Sub. 2, Willian) rates 
Wilson, extension. Certificate proposed. General Commoditie! I 
between Niagara Falls, N. Y., and Wheatfield, N. Y., ove) 
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U. S. highway 62, service to be limited to that which is auxil.! rates 
ary to or supplemental of rail service of the New York Centra since 


Railroad Co. P incre 

California (Fresno)—MC 936, Sub. 14, Valley Motor Line!) iers 
Inc., extensions. Certificate proposed. General Commoditi ariff 
with exceptions, between Yettem and Corcoran, Calif., servin)) inder 
Visalia and Tulare, Calif., as intermediate points; betwee!) jishec 
junction California highway 152 and unnumbered highway not | 
over the unnumbered highway, and junction California high) comp 
way 33; between Modesto and Escalon, Calif., serving Defeny! : 
Plant Corporation approximately 8 miles northeast of Modesto), 
between Manteca and Simms, Calif.; between Niles and Liver! 
more, Calif., serving Sunol, Calif., as an intremediate point 
and return over the respective routes described, serving 
off-route points United States Navy landing field approx}, 
mately 2 miles west of California highway 33 near Crow) 
Landing, Calif., and United States Army quartermaster dep 
near Tracy, Calif. § 
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INLAND WATERWAYS TARIFF — 


_ The Office of Price Administration has asked the Com ; the 
mission to suspend the rates and charges proposed in R. Gf Jan. 
Narelle’s Tariff I. C. C. No. 3, carrying a 10 per cent increas} gion 


in the rates of carriers belonging to the Northeastern Inlanij proc 
Waterways Association, Inc. Certain items in the tariff wen} ings 
expected, the O. P. A. said, adding that these items were sail) wit} 
to reflect the level of competing rates covering the same com) fy | 
modities carried by other carriers engaged in similar trade. © by | 

The O. P. A. quoted a letter from Mr. Narelle, presiden)” act 
of the association, which said that the War Labor Board ha pro} 
rendered a decision in October of last year wherein tug opera} Jan 


tors were required to supply a third crew for each tug in lied 
of the previous practice of having only two crews. Other fac: 
tors cited in justification of the proposed increase, the O. P. A 
said, were congested ports, involving unreasonably long periods 
of waiting in which to “tie up;’”’ maintenance costs, which had 
risen substantially; increased cost of operating barges due to 
the breakage of substitute (ersatz) manila rope hawsers; the | 
time consumed in safeguarding cargoes; and the mounting cost 
of insurance. The same conditions would also apply with equd 
force and effect to the bulk commodities carried by member 
of the association, the letter was quoted as saying. 


act, 
tari 
In | 






INCREASES IN TEXAS RATES 

Respondent rail carriers in No. 28846, Increases in Texé 
Rates, Fares and Charges, have filed a reply to the motion ¢ 
the Texas Industrial Traffic League and others for vacation ¢ 
the order in this proceeding (see Traffic World, April 24, | 
975), taking the position that the order should not be vacate’ 
and that the only relief to which petitioners can possibly bf 
entitled is a temporary suspension of the order to conform 
with the suspension in Ex Parte 148, and limited to rates olf 
milk and cream and to freight rates and charges other thal 
those reduced at the instance of the federal government. The] 
New Orleans Joint Traffic Bureau, an intervener, also has filed 
a reply, stating that it concurs in the respondent rail carries 
reply. 
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The Commission, by an order in No. 28846, Increases "§ Jo 
Texas Rates, Fares, and Charges, has suspended from Ma F sh 
15, 1943, until Jan. 1, 1944, the increases in freight rates ay Ct 





charges (including those on milk and cream) prescribed in the 
Commission’s order of Dec. 18, 1942, as amended Jan. 23, af 
March 16, to the same extent as such rates and charges were 
suspended in the order of the Commission of April 6, 0 Bi 
Parte 148. Motion had been filed in the proceeding by i 
respondents, the order said, seeking the suspension, and the! 


motions and petitions had also been filed by other parties ® 
record. 








WORL) BMay 1, 1948 


and On. ifreight Rate Inmerease Removal 


Ex, Ose The Commission has issued Special Permission No. 15585, 
nd deliver, dated April 24, authorizing the rail carriers, by short form 
issouri p,.|publication, to “suspend” the increases authorized in Ex Parte 

Transpo. 148, and which were published effective March 8, 1942. Under 
and Moup. @the Commission’s recent order in Ex Parte 148, it was said in 
request of the Commission’s section of tariffs, the changes must be made 
come fron Meffective not later than May 15, on not less than 10 days’ notice. 
nsas, foung@The application was filed by Agent Jones on behalf of all 
not, if ey. carriers. ; ; ae ; 
ition of jn. Publication, it was said in the tariff section, would consist 
rincipally of so-called connecting link supplements which 
1e Transfe—would merely state that the rates and charges made subject 
>Mmoditieg Me to the tariff of increased rates and charges would be suspended 
Neb., oveluntil Jan. 1, 1944, in so far as they provided for the increases. 
€, with mm There were a few cases, it was said, where the increases were 

hincluded in the base rate, in which event republication of the 

2, Willian! rates would be necessary in order to remove the increases. 
OMmModitie! It was thought originally that the same result could be 
Y., ovel accomplished by the mere suspension of the tariff of increased 
i ates and charges, it was said, but this was found inappropriate 






*h is auxi 
ork Centri) since some commodities would continue to be subject to the 
P increases. Further, it was added, there were some water car- 
Totor Lina! riers, principally the barge lines, which made use of the master 
ommoditia! tariff and wished to continue the increases, which were made 
lif., servi} independently of the original order in Ex Parte 148, and pub- 
S; betweel lished on 30 days’ notice. These rates, it was explained, could 
d highwaji not be suspended, but could be attacked only by way of a 
ornia high) complaint. 
ing Defensi The special permission permits the “suspension” of Ex 
of Modesto parte 148 increases from May 15, 1943, to Dec. 31, 1943, both 
and Liver gates included, and the form of publication authorized contains 
diate point the following sentence: ‘Effective Jan. 1, 1944, said increases 
serving af jn rates and charges again will become effective.” 


cot ta » It was explained in the tariff section that the increases 
eaee ra would again become effective unless the Commission should 
: PF suspend them. In effect, some believed, O. P. A. would be on 

notice from May 15, 1943, until Jan. 1, 1944, as to the fact 

' that the increases would again become operative on the latter 

) date, this satisfying the requirement of 30 days’ notice under 
d the Com the price control act of Oct. 2, 1942. If, between May 15 and 
ed in R. GF jan. 1,0. P. A. files a protest, it was explained, the Commis- 
ent increaf) sion might elect to enter into an investigation and suspension 
stern Inlanf) proceedings to bring up to date the facts as to carriers’ earn- 
tariff wer ings, etc., under section 15(7), or the Commission might elect, 
- were sal) without such a proceeding, further to suspend its order in 


> same com) Ex Parte 148 to a date beyond Jan. 1, 1944. The view was held 
lar trade. © by some that the railroads, to comply with the price control 


le, presiden}” act, would have to file formal notice with the O. P. A. of the 
¢ Board haf proposal to make the Ex Parte 148 increases effective again, 
n tug opera; Jan. 1, 1944. 

1 tug in liev 

;. Other fac’ Text of Permission 

the O. P. A a 

maga The text of the permission follows: 

3, which had Permission under section 6, 217 or 306 of the interstate commerce 
irges due to act, to depart from the requirements of the Commission’s published 


1awsers; the|} tariff regulations. 

unting costs In the Matter of Application for Special Permission Dated April 23, 
y with equi 1943, of B. T. Jones, Agent 

by member Docket Ex Parte No. 148 

. » Suspension of Increases in Rates and Charges for the Transportation 
of Property Other Than All-Motor Transportation 

Waiver of Commission’s Tariff Publishing Rules 


Present: Clyde B. Aitchison, Commissioner, to whom the above 
entitled matter has been assigned for action thereon. 








ses in Texas 
ne motion 0 


r vacation © It is ordered: That, under the application for special permission 
April 24, } dated April 23, 1943, filed by B. T. Jones, agent, for and on behalf 
t be vacate °f carriers parties to Docket Ex Parte No. 148, and their publishing 

ossibly bp agents, the said carriers and agents are hereby granted permission 
r poo He under sections 6, 217 and 306 of the interstate commerce act to depart 


| from the tariff-publishing rules of Tariff Circulars Nos. 1 (U. S. M. C. 
| to rates OF series), 2 (U. S. M. C. series), M. F. No. 3, 20 and 22 to the extent 
s other tha k hereinafter provided when filing publications to become effective upon 
rnment. The§ lawful notice to the Commission and the general public by posting 
also has filed § 294 filing in the manner required by law, in the following forms: 
rail carrier’ (a) Form of Publication Authorized. By publication and filing of 
supplements to one or more tariffs which are subject, in whole or in 
part, to Tariff of Increased Rates and Charges No. X-148, Agent B. T. 
Jones’ I. C. C. No. 3659, and the I. C. C. numbers of other agents 
shown on the title page thereof, and Tariff of Increased Rates and 
Charges on Milk, Cream and Articles Grouped Therewith No. X-148 
(Milk), Agent B. T. Jones’ I. C. C. No. 3674, and the I. C. C. numbers 


Increases ! 
d from Ma 
‘ht rates ab 
scribed in the 


Jan. 23, ane of other agents shown on the title page thereof, suspending all refer- 
charges welt ed to such tariffs of increased rates and charges or to other short 
pril 6 in Bs oo Ex Parte No. 148 increases, such as conversion tables, except 

di by the S to increases on commodities not suspended by the report and order 
eaing .f the Interstate Commerce Commission in Docket Ex Parte No. 148, 





ion, and 


‘f ‘cided April 6, 1943, in substantially the following form: 
er parties 
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Except as otherwise provided herein, effective May 15, 1943, the 
operation of all provisions in tariffs supplemented hereby which sub- 
ject the rates and charges in said tariffs to the increases in rates and 
charges as provided in Tariff of Increased Rates and Charges No. X-148, 
Agent. I. C. C. No. .., are hereby suspended during the period May 
15, 1943, to December 31, 1943, both dates included. Effective January 
1, 1944, said increases in rates and charges again will become effective. 

If a tariff enumerated herein or a prior supplement thereto or 
revised pages thereof, contains rates or charges to become effective 
upon a date subsequent to the effective date of this supplement and 
which are subject to Tariff of Increased Rates and Charges No. X-148, 
Agent I. C. C. No. .., the operation of the provisions which 
subject the rates and charges in said tariffs, supplements or revised 
pages, to the increases in rates and charges provided in said Tariff 
of Increased Rates and Charges, is hereby suspended on their effective 
date and from that date until January 1, 1944, and will become opera- 
tive on January 1, 1944. 


Exception 


This suspension will not apply to supplements issued subsequent 
to this supplement nor to, 


(here identify such rates and charges by item, page number, com- 
modity or some other definite description), 


on which the said Tariff of Increased Rates and Charges will continue 
to apply. 

(b) Form of Publication Authorized. By publication and filing 
of supplements, effective May 15, 1943, to one or more tariffs, suspend- 
ing during the period May 15, 1943, to December 31, 1943, both dates 
included, specifically published rates and charges into which have been 
incorporated the increases authorized in Ex Parte 148, and which under 
the Commission’s decision in Ex Parte No, 148, Reopened, are required 
to be reduced. Such supplements may provide that the rates and 
charges as increased again will become effective January 1, 1944, and 
that during the period of suspension other rates and charges in tariffs, 
as amended, will apply. 

(c) Form of Publication Authorized. By publication and filing of 
supplements, effective May 15, 1943, to one or more tariffs, suspending 
the operation of specifically published increased rates and charges 
which include the increases in Ex Parte No. 148, and which are not 
subject to Tariff of Increased Rates and Charges No. X-148, Agent 
I. C. C. No. .., for the period May 15, 1943, to December 31, 1943, both 
dates included, also to provide that effective January 1, 1944, such 
increased rates and charges again will become effective, and to publish 
new items to apply during the period May 15, 1943, to December 31, 
1943, both dates included, which will reduce such increased rates and 
charges by the amounts included therein which represent such increases. 

(d) Form of Publication Authorized. By publication and filing of 
subsequent supplements or revised pages, reissues of present tariffs or 
new tariffs, containing rates or charges to become effective upon a 
date subsequent to May 14, 1943, and which are made subject to Tariff 
of Increased Rates and Charges No. X-148, Agent 2 4. ©. WOR aay 
to provide that the operations of the provisions which subject the 
rates and charges in tariffs, supplements or revised pages, to the 
increases in rates and charges provided in said Tariff of Increased 
Rates and Charges is suspended on their effective date and from that 
date until January 1, 1944, and will become operative on January 1, 
1944. 

(e) Limitation. Not more than one suspension supplement here- 
inabove authorized may be in effect at the same time to any one tariff. 

(f) Rule Relief, Form of Publication. Carriers and their publish- 
ing agent are hereby authorized to depart from the Commission’s tariff 
publishing rules to the extent necessary to publish the matter herein- 
above referred to, which relief shall continue until January 1, 1944. 

(g) Rule Relief, Supplemental Matter. Supplements issued here- 
under in the first instance shall be exempt from the provisions of 
the rules limiting the number and volume of supplemental matter 
permitted. 

(h) Notation. 
lowing notation: 

“The form of this publication is authorized by special permission 
of the Interstate Commerce Commission, No. 15585 of April 24, 1943.’’ 

(i) This permission does not modify any outstanding formal orders 
of the Commission, nor waive, except as herein authorized, any of the 
requirements of its published rules relative to the construction and 
filing of tariff publications, nor modify any of the provisions of the 
Interstate Commerce Act. 

Dated at Washington, D. C., this 24th day of April, 1943. 
By the Commission, Commissioner Aitchison. 


Publications issued hereunder shall bear the fol- 


Intrastate Rates 


With respect to intrastate rates, the railroads, it was said 
at the Association of American Railroads, would reduce them 
to the levels of the interstate rates resulting from the Com- 
mission’s “suspension” order, except in those states where the 
state commissions had not permitted state rates to be increased 
to the interstate level after the original Ex Parte 148 decision, 
and as to which there had been thirteenth section proceedings 
in which the Commission had assumed jurisdiction over the 
rates. In the latter cases it appeared there would have to be 
further action as to them before they could be brought to the 
new interstate level effective May 15. 

Thirteenth section proceedings involving state freight rates 
following Ex Parte 148 were No. 28846, Texas; No. 28848, 
Utah; No. 28849, Idaho, and No. 28855, Montana. 

The Arizona and Louisiana commissions, according to advices 
received by John E. Benton, general solicitor, National Associ- 
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ation of Railroad and Utilities Commissioners, have entered 
orders requiring the railroads to remove the Ex Parte 148 
increases. The order of the Arizona commission requires the 
railroads to remove the increases or appear before it May 6 and 
show cause, if any there be, why they should not do so. The 
Louisiana commission has amended its previous order ‘‘with- 
out further formality” so as to require the removel of the 
increases. 

Expressing a belief that, in the light of data showing that 
railroad less-carload revenue in official territory is less than 
the out-of-pocket operating expense incurred for less-carload 
shipments, the Commission majority will conclude that “error 
occurred in determining that the railroad 1. c. l. and any- 
quantity rates are and in the future will be unjust and un- 
reasonably high,” the Middle Atlantic States Motor Carrier 
Conference, Inc., has filed a petition with the Commission in 
support of the petition of the American Trucking Associations, 
Inc., for reconsideration of the decision of April 6 in Ex Parte 
148 and for deferment of the effective date of the order of that 
date with respect to less-carload and any-quantity rates (see 
Traffic World, April 24, p. 971). 

“In the course of the majority opinion,” said the motor 
carrier conference in its petition, “it was said that motor car- 
rier rates ‘are not involved.’ If by that statement nothing more 
was meant than that the scope of the proceeding would not 
have allowed an order directing changes to be made in motor 
carrier rates the statement is correct. It is respectfully sub- 
mitted, however, that by reason of the evidence tendered in the 
proceeding by the motor carriers and accepted by the Commis- 
sion, also by reason of the nature of the case and more par- 
ticularly by reason of the provisions of the national transporta- 
tion policy, motor carrier rates were and are involved in the 
respect that before requiring reductions of railroad rates in such 
an important and sweeping manner adequate consideration, 
finding and conclusions concerning the effect thereof upon 
motor carriers were required. The adverse effect (if found) 
should have been, it is submitted, a deterrent circumstance of 
great importance under the law.” 


The M. A. S. M. C. C. urged the Commission to give 
special consideration to the situation within official territory. 
It observed that, in terms of weight carried, by railroad, less- 
carload and any-quantity freight within official territory was 
only approximately 2 per cent of all freight carried by the 
official territory lines and accounted for only about 7 per cent 
of their total gross operating revenues. 

“On the contrary,’. it continued, “with respect to motor 
carriage within such territory, the annual gross revenue, com- 
mon and contract combined, is now approximately $346,460,916, 
of which approximately 75 per cent is derived from motor car- 
rier haulage of less than truckload and any quantity freight 
in terms of revenue and 65 per cent in terms of haulage. It 
will be shown accordingly that the possession of aggregate 
revenues by the motor carriers depends essentially upon ade- 
quate revenues from their less than truckload and any quantity 
freight haulage, while with the railroads these sources of traffic 
are relatively unimportant.” 


The conference said that, on the basis of a study by Dr. 
Ford K. Edwards, of the Commission’s Bureau of Transport 
Economics and Statistics, the official territory railroad revenue 
in 1939 from their 1. c. 1. traffic failed by about 23.2 per cent 
to equal their out-of-pocket cost of transporting such traffic. 
It contended that increases in average loading as a result of 
general order O. D. T. No. 1 had failed to offset completely 
the less-carload revenue deficiency. It said that the revenue 
position of motor carriers, particularly in official territory, was 
desperate because of recent wage increases and other factors; 
that it was imperative that common carrier truck rates be 
increased at once, but that “the truly required measure of 
income must necessarily be foregone if railroad rates on less 
than carload and any quantity traffic are at the same time 
reduced as ordered by this Commission.” 


The East St. Louis Junction Railroad Co. has petitioned 
the Commission to exempt its charges from the suspension 
order in Ex Parte 148. It said it would not be possible for 
it to avoid a deficit in 1943 if it were required to suspend the 
increase originally allowed in Ex Parte 148. The petitioner 
asked for exemption and continuation of absorptions of its 
switching charges by its connecting carriers. 


Milk, Cream, Etc. 


To permit changes in rates or charges on milk, cream, and 
related articles in passenger train service, by reason of the 
“suspension” of the Ex Parte 148 increases, the Commission 
has issued amendment No. 1 to special permission No. 15585, 
dated April 29, authorizing relief from the tariff publishing 
rules of Tariff Circular No. 18-A. The original permission in- 
cluded authority to make changes in connection with milk and 
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cream rates or charges published in freight tariffs. The materia order 
part of the amended permission follows: ; June 3 
1. Permission No. 15585 dated April 24, 1943, which grants af. 
thority to depart from the tariff publishing rules of Tariff Circula;, in the 
Nos. 1 (U. S. M. C. series), 2 (U. S. M. C. series), M. F. No, 3, yf which 
and 22, in connection with the suspension of the Ex Parte 148 increases the ret 
be, and is hereby, amended to authorize relief from the tariff pyy§ on a b 
lishing rules of Tariff Circular No. 18-A to the extent set forth in para. conditi 
graphs (f) and (g) of the original permission. tanker 
2. Paragraph (c) of permission No. 15585 is hereby amended by th ive 
addition of the following additional paragraphs: —_ 
Form of Publication Authorized. Applicable only in connectio; petrol 
with tariffs publishing rates or charges on milk, cream, and relate of “ou 
articles in passenger train service. m Gulf 


By publication and filing, effective May 15, 1943, of supplememp board. 
to one or more tariffs, which include the Ex Parte 148 increases ;, ~ 











the base rates or charges, suspending the operation of said tariffs {gy by all 
the period May 15, 1943, to December 31, 1943, both dates included t ex 
also to provide that effective Jan. 1, 1944, such tariffs will again becom no 

effective, and to publish new tariffs to apply during the period My Later 


15, 1943, to December 31, 1943, both dates included, which will redyg, longer 
such increased rates and charges by the amounts included thereg risen } 
which represent such increases. ’ barrel 

By publication and filing of supplements to one or more tarifi Ir 
which include the Ex Parte 148 increases in the base rates or chargal missio 
effective May 15, 1943, suspending the operation of the rates or chargg) amour 
in the tariff and supplements prior to the suspension supplement, anf 


providing for a conversion table which will eliminate the said pine 
creases, substantially in the following form: a ri 
Suspension Notice 5 Prop: 


Bas eo 

Effective May 15, 1943, interstate rates and charges as shown ji) tion. 
tariff and prior supplements thereto to which this is a special supp} specifi 
ment, except as hereinafter provided, are hereby suspended during th, and 1 
period May 15, 1943, to and including December 31, 1943. They mp joined 
be used only to determine interstate rates and charges effective Ma} reduc 
15, 1943, and during period of suspension. to suc 

Interstate Rates and Charges Effective May 15, 1943. First ascef with 1 
tain rate or charge in effect May 14, 1943. Apply opposite that amowf plainl 
in column 1 of table shown below the amount shown opposite theretp 3 
in column 2, which will be the new interstate rate or charge to app are to 
during the period of suspension. 

Table to be Used in Computing Interstate Rates and Charges 


Column 1 Column 2 Mo 
Where rate or New rate or 
charge in effect charge effective T 
May 14, 1943, May 15, 1943, lantic 
was is week 
3. The terms of the original permission in all other respects r§ nated 
main the same, Co. ] 
: grant 
Water Carriers comp: 
The Commission has also issued special permission Ni 5 
15617, dated April 27, authorizing water carriers parties to Ey 


Parte 148 and their publishing agents to publish and file with og 
the Commission consecutively numbered supplements to q 

reissues of present tariffs, such supplements or tariffs to su: 16.00 
pend the application of the Ex Parte 148 increases in conned ~’ r 
tion with rates and charges for the transportation of propert], 5° 
via all water, water-motor, motor-water, and motor-water-mo_ ian 
tor, in conformity with the order of April 6, 1943, in Ex Part) “¢™ 
148, and to be made effective May 15, 1943, on not less thar s 
10 days’ notice to the Commission and the general public by decid 
posting and filing in the manner required by law. In part, they 


° . ( | 
permission says: wad 


sectic 
Tiers. 
Stity 
Com: 
a cor 
by tl 
the s 


Publications (tariffs or schedules, including supplements therett 
or loose leaf pages thereof) issued and filed under this permission shal 
bear the notation, ‘Issued on ten days’ notige, under permission of tht 
Interstate Commerce Commission, No. (here show number and dale 
of permission).’’ 

Unless otherwise indicated herein, carriers, freight forwarders, 
their agents, when issuing and filing the publication or publicatiow 
hereinabove referred to, shall include without omission all of t 
rates, charges, rules, or regulations embraced in this permission; thé 
this permission does not permit the issuing and filing of later public 
tions; and that it shall be void as authority for filing hereunder >} 
days from the date hereof. 


This permission does not modify any outstanding formal orden 
of the Commission, nor waive any of the requirements of its rule 
relative to the construction and filing of tariff publications, nor modif 


any of the provisions of the interstate commerce act, except as to the 
notice to be given. 


Emergency Petroleum Rates 


A. F. Cleveland, vice-president of the Association of Amet: 
can Railroads, has advised the Commission of the intention 
railroads to continue in effect after May 15, 1943, without su 
pension, the 6 per cent increase authorized in Ex Parte 148 ® 
emergency petroleum and petroleum products rates established 
at the request of the Petroleum Administration for War ant 
other government agencies from southern and western poilt 
to the east, described in fourth section applications Nos. 192% 
and 19280, and other similar rates authorized by four sect 
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€ materiajf order No. 14373, as amended. The rates are scheduled to expire 
June 30, 1943. 
These rates, said Mr. Cleveland, were of the class described 
ff Circula, in the Commission’s decision in Ex Parte 148, pages 35 and 36, 
. No. 3, 9 which might be allowed to stand, since they were established at 
8 increases the request of the Office of Petroleum Coordinator and were 
tariff pubf on a basis far below the normal basis to meet an emergency 
rth in para§ condition, first because of the diversion to other service of 
tankers which, under normal conditions, were used almost ex- 
nded by thé aysively for the transportation of crude petroleum and the 
connects petroleum products “herein involved,” and secondly, because 
and relatsg of “our entry into the war and the submarine activities in the 
~"B Guif of Mexico, the Carribean Sea and on the Atlantic sea- 
supplemen:f board. 
increases j; “When the rates originally were established, it was thought 
1 tariffs fo py all parties that it would be for a short duration and would 
. not exceed the maximum of more than 200,000 barrels per day. 
parton a Later developments required the continuance of this basis much 
will relal longer than was originally contemplated, and the tonnage has 
ded theref risen and is continuing to rise to a basis in excess of 900,000 
' parrels per day.” 
nore tariff In a letter to Mr. Cleveland, Secretary Bartel, of the Com- 
or chargal, mission, said the Commission’s decision provided that the 
s or charg amounts of the increases authorized in the original report “may 
lement, aif) he continued in certain rates, and suggests that ‘the petitioning 
he said bf} -ailroads may bring them (such rates) to our attention by ap- 
| propriate applications for individual and informal considera- 
see tion.’ These applications may be informal, but should describe 
ecial supple specifically the subject matter as to which exception is sought, 
i during tf and it will facilitate our consideration if the application is 
They mj joined in by the governmental agency which negotiated the 
ffective Ma} reduced rate. In any case, a copy should be sent by the carriers 
: to such agency. . . . The tariff publications issued in compliance 
First asc} with the order of April 6, 1943 (Ex Parte 148) should describe 
that amouf pJainly the rates on which the increases originally authorized 


osite there * ” 
ree to apm are to be continued. 
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| Motor Rate Imerease in East 
r 


ive Testimony of motor carrier members of the Middle At- 
3, lantic States Motor Conference, Inc., which closed the first 
week of the hearing in Washington in I. and S. 2222, culmi- 


respects t{ nated in that of L. E. Reidel, president, York Motor Express 
Co. Mr. Reidel said that, if the increases sought were not 
granted, his company would have to go out of business. His 
company would be forced to liquidate, he said, “to conserve 
nission Nd the assets we have at this time.” ; 
rties to EM The proceeding involves a proposal to increase less-than- 
«4, truckload rates published by the conference for its members 
nd file wit) b P : ; 
ents to qi 'Y 10 per cent; to increase truckload rates 4 per cent; to in- 
“ifs to sug, ‘Tease the minimum charge by 25 cents; and to cancel the 
in conned 16,000 pound breakdown rates. Originally the conference pro- 
of propert) posed a straight ten per cent increase. That schedule was 


r-water-mo Sspended by the Commission on protest of the Office of Price 

‘n Ex Parte, Administration. On April 20, the day before the hearing 

>t less thar opened, the board of directors of the conference, in view of 

1 public bys the recent suspension of the rail increases in Ex Parte 148, 

In part, the decided to change the original proposal to the described basis 
, (see Traffic World, April 24). 

The hearing is being conducted by P. Coyle, chief of the 
nents therei® section of complaints the Commission’s Bureau of Motor Car- 
mission shf riers, Sitting with him are Examiners S. A. Alpin and B. E. 
ae Stillwell. J. H. Eiseman of the Pennsylvania Public Utility 
ber an | Commission is sitting co-operatively in what was described as 
acompanion hearing involving similar types of rates suspended 
by the Pennsylvania commission, and involving substantially 
a all of ty the same carriers. 
mission; ttf The Commission has introduced three exhibits showing 
later publief income statement, operating revenues and statistics; selected 
hereunder 4 balance sheet items; and a condensed statement of revenue, 

_ &xpenses and statistics, all for Class I motor carriers, prin- 
formal order cipally in intercity service in the middle Atlantic territory, for 
; of its = the years 1941 and 1942. By stipulation, the annual reports of 
a theg MOtor carriers to the Commission, for 1938, 1939, and 1940, 
_ were made part of the record by reference. On the insistence 
of counsel for the O. P. A., the motor carriers have agreed to 
furnish a breakdown of motor carrier expenses, using the 

Mmission’s account numbers, for the first two months of 
1942 and 1943, for a small group of representative carriers. 

A. W. Goode, comptroller for Arrow Carrier Corporation, 
Paterson, N. J., testifying that his company’s operations were 
typical of the industry, introduced in evidence a study of mini- 
mum shipments, covering 34,862 shipments handled in Feb- 
tuary, 1943. Of these, he said, 27.3 per cent were minimum 
siipments by number, representing 6.2 per cent of the gross 
revenue for the month, and 3.5 per cent of the tonnage. He 
‘aid that 32.5 per cent of the minimum shipments originated 
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in the metropolitan district of New York, and that 43.3 per 
cent of those delivered were consigned to that area. Of all 
shipments handled, he said, 22 per cent were single-stop pick- 
ups or deliveries. 

Line haul costs, the witness said, were 9 per cent of the 
total cost of handling minimum charge shipments, and that it 
was in terminal handling that labor costs were of special sig- 
nificance. As more than one-quarter of the shipments handled 
were minimum charge shipments, Mr. Goode said he considered 
the present structure of minimum charges an unwarranted 
drain on the revenues of motor carriers. The National War 
Labor Board award discussed earlier in the hearing, involving 
employes of Paterson, N. J., truck owners and operators, would 
result in an increase in payroll cost for his company of 
$36,805.25, he said. If the award was made retroactive to 
Sept. 1, 1942, he said, it would create a contingent liability of 
$24,536.80, and added that “this amount would exceed our net 
income before taxes for the entire year 1942.” The increase, 
he said, represented a 12.79 per cent addition to payroll costs. 
After describing other factors tending to increase costs, Mr. 
Goode said that these factors, added to prospective wage in- 
craeses, meant that “the situation cannot continue much long- 
er.” Cross-examination of Mr. Goode was deferred until 
O. P. A. and Department of Agriculture accountans will have 
had an opportunity to study Mr. Goode’s exhibit. 

Philip Shein, senior partner in Shein’s Express, Inc., testi- 
fied that, in 1942, his company had gross revenues of about 
$1,110,000. He said that wage increases represented only a 
part of the influences working for increased costs. Manpower, 
he said, was “quite a problem.” Men were going into the 
services and into defense plants, said he, lured by higher 
wages. Non-operating employes were leaving, he said, and his 
company found itself paying higher wages to less efficient 
employes, with a high turnover in workers. Inexperienced 
workers, he said, were conscious of the company’s need for 
men and that this led to what he called “boat-rigging,” i. e., 
slowing down on the job. In the face of these things, he said, 
new equipment had been denied the company, although it was 
called on to perform prompt and sometimes unusual services 
for the government. Gasoline costs were higher, he said, for 
a poorer quality of fuel. 

The rate increases requested, said he, were imperatively 
needed. In the past his company was satisfied with a payroll 
percentage of 55 per cent, he said, but that the fourth quarter 
of 1942 had developed a payroll percentage of 60.7. His com- 
pany, Mr. Shein said, would require increased revenues of 
$100,000 to $115,000, and indicated that the partners had put 
back about $35,000 of their personal funds to aid the company. 
It was, he said, the duty of the government to decide whether 
it wanted truck transportation or not. Under cross-examina- 
tion he said that, by opening a New York terminal, for which 
the company was paying $10,000 a year rental, a saving in 
mileage amounting to almost 680 miles a day had been affected. 

J. C. McGarrahy, labor relations counsel for the D. C. 
Trucking Association, testified that he had received from the 
trucking commission of the National War Labor Board a letter 
dated April 10, which transmitted a directive of the board, 
dated April 6, granting employes of the members of the associa- 
tion certain increases. These increases, he said, were retroac- 
tive to Sept. 1, 1942, as was a provision for an 8-hour day in 
place of the 9-hour day in the previous contract. The new 
contract, he said would also carry a provision for vacations 
with pay. 

L. E. Reidel, president, York Motor Express Co., in testi- 
mony following his aforementioned remark concerning the 
necessity for the increases in rates, said that from 1936 to 
1938 wages paid by his company bore a relationship of 45 per 
cent to gross revenue. By 1941, he said, this relationship had 
risen to 54 per cent and that, early in 1943, it went to 61 per 
cent. Equipment, he said, was in bad shape, some of it having 
been in use for seven years. Prior to mid-year of 1942, Mr. 
Reidel said, it was normal for his company to have five or six 
pieces of equipment down for repairs. In the latter part of 
December, he said, about 25 pieces of equipment were down, 
adding that, at present, about 20 or 22 pieces of equipment were 
out of service. © 


He said that, after the increased wages were agreed upon, 
“the unions apparently notified their men through their attor- 
neys that they had all the money they could get on the wage 
situation, and the only way they could get more money was on 
conditions, and advised the use of slow-down methods.” 

Gasoline prices had been increased, Mr. Reidel said, with 
a smaller mileage of 4% to the gallon at present as against 5% 
miles previously, and with motor difficulties resulting from the 
poor quality of the gasoline. On cross-examination, Mr. Reidel 
said that, in cooperation with Office of Defense Transportation 
orders, his company had decreased mileage by 200,000 miles, 
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and that his company’s trucks were moving loaded to capacity 
or near capacity in both directions. 

The meeting was recessed on Friday until Tuesday, April 
27. After the carriers complete the presentation of their evi- 
dence, it was again announced, the hearing would be adjourned 
until May 18 to allow O. P. A. and shippers to prepare their 
testimony. 

The second week of the hearings in I. & S. M-2222 brought 
further testimony concerning the increased costs which form 
the basis for the requested increases in motor carrier rates. 
Everett B. Lackie, labor relations council secretary of the 
Maryland Motor Truck Association, Inc., described wage in- 
creases and changes in employment conditions which employer 
members of his group must pay under the decision of the 
National War Labor Board in Case WA 167. The final order 
in the case was issued April 3, he said, with its provisions 
retroactive to Jan. 26. Regular city drivers, he said, were 
advanced from $32.50 for a 48-hour week to $36.25, an increase 
of 11.5 per cent. Regular road drivers, said he, received $42.50 
a week under the expired contract, the week consisting of 3 
round trips between Baltimore and New York, or points within 
a similar distance. Under the new contract he said they would 
receive $16.87 for each trip, the three-trip week adding up to 
$50.61, an increase of 19 per cent. Extra drivers and helpers 
received increases ranging from 10.9 per cent to 11.5 per cent, 
said Mr. Lackie. 

Chief among the conditions adding to the cost of operation, 
he said, was the reduction in the number of working hours 
before overtime pay began. Previous to the new award, he 
said, a 48-hour week consisted of four 10-hour days and one 
8-hour day. The award changed that with provision that a 
work week should consist of six 8-hour days, overtime to be 
paid after the 8 hours daily. Further demands for changes in 
conditions were anticipated, he said. 

B. D. Davidson, vice president, Davidson Transfer & Stor- 
age Co., of Baltimore, a member of the board of directors of 
the Middle Atlantic conference, and a vice president, testified 
to the increases experienced by his company. The increases 
requested, he said, were imperative for his company in order 
that it might meet such increased costs as that of gasoline, 
which, he said, rose from 7.19 cents in 1941 to 11.06 cents in 
1943; and of tires, his company paying at present $76.72 for 
a 10.00x20 tire, for which it had previously paid $55.62. 
Minimum shipments, he said, represented another item for 
which they requested increase was necessary. Of the 82,302 
shipments handled by his company in the first quarter of 1943, 
29,489 were minimum shipments, he said. Claims for loss and 
damage have sky-rocketed, he said, due to the necessary em- 
ployment of inexperienced personnel. 


If the present emergency did not exist, he said, motor 
carriers would have found ways to economize and to build up 
efficiency. The only reason motor carriers had survived, he 
said, was “because we were pragmatically important. We made 
a change in the merchandising habits of this country.” His own 
company’s operating ratio, he said, had gone from 94 per cent 
in 1942 to 101.9 per cent in the first three months of 1943. 


L. A. Rosenthal, vice president, Pyramid Motor Freight 
Corporation, Philadelphia, and vice president of the Joint 
Northeastern Motor Carriers Association, cited similar increases 
in the price of gasoline from 6.5 cents in 1941 to 10.2 cents in 
1943, and in the price of tires, with tubes, from $55 in 1941 to 
$86 in 1943, for 9.75x24 tires. His company estimated, he said, 
that it would cost $27,000 more in 1943 for tires in order to 
produce the same performance as in 1942, and a minimum of 
$60,000 more on a “straight time comparison” for drivers, 
helpers, and loaders, without reference to ‘“featherbed” rules 
or other conditions which might increase costs. If the increases 
were not granted, he said, “we won’t be able to survive.” 

Witnesses on the second day of the resumed hearing 
testified similarly to increased costs. J. F. Rose, district man- 
ager for the New York office of the Middle Atlantic conference 
described operations of so-called short-haul carriers in the 
New York area. There was, he said, no difference in policy 
in the short-haul area than for members of the conference 
generally, as to the request for an increase of no more than 
4 per cent on truckload rates, and of 10 per cent on less-than- 
truckload rates. It was desired also, he said, to eliminate a 
rule in the short-haul tariff establishing rates on shipments 
from 10,000 to 15,999 pounds. An exhibit offered by the wit- 
ness, covering a study of eight carriers for five days, showed 
that of 8,750 shipments, weighing 8,616,803 pounds, and pro- 
ducing a revenue of $22,922.41, 30 shipments, weighing 363,003, 
or 4.2 per cent of the total by weight, produced $901.07, or 3.9 
per cent of the revenue. 

F. J. Kern, of Triple M Transportation Co., Secaucus, N. J., 
and Norman Friedman, of Friedman Express, Inc., Newark, 
N. J., testified in a vein similar to preceding witnesses, citing 
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increases in gasoline and tire costs, wage increases, deterion,. 
tion of equipment, and efforts to keep present equipmey 
rolling. Mr. Kern said, in connection with efforts to economig 
that his company had done an “extraordinary” thing in taking 
its president off the payroll. He added that his principals hag 
arranged to have an appraisal of the company’s equipmey 
made with a view to “salvaging what they can.” His principals § elatior 
he said, had told him that if he could show them some hop§ pecessa 
they could “‘stay here, but there was nothing I could give them” On 


The Commission, division 2, issued first supplemental ordeff in evid 
I. and S. M-2222, suspending from April 28 to Nov. 12, th pared | 
operation of supplement No. 1 to MF-I. C. C. No. A-111 gf coverin 
Middle Atlantic States Motor Carrier Conference, involving The stt 
freight forwarder assembling and distributing rates. The sup§ ploye 1 
plement consolidated rates which were contained in one tari Labor 
and several supplements, and included the increases sought jy tion of 
the hearing in this suspension docket. that of 

John L. Keeshin, president of Keeshin Freight Lines, ang Fo 
subsidiary lines, testifying in support of an increase in truj journec 
rates, under questioning by C. E. Cotterill, counsel for Middl 
Atlantic States Motor Carrier Conference, declared that th) 
trucking industry had never been on a sound financial basi!” 
that it was facing a “deplorable” situation, and that unless mi 


lief was received soon his recommendation was that the gov) 5. to 
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Mr. Keeshin said that Seaboard Freight Lines, a subsidianl) reich 
of Keeshin, serving the eastern area, and the Keeshin syste) Tee 
as a whole, had been operating in the “red” for the first quarte} 
of this year. It was pointed out that the Keeshin system diif) 
not operate entirely within middle Atlantic territory, but Wall a ship 
brought into the picture by reason of interterritorial relation) and 83 
ship. For the first quarter of 1942, said Mr. Keeshin, the systenji than 4 
operated at a loss of $10,000 while for the first quarter of 194} rule 15 
it operated at a loss of $101,000, it being pointed out, howevetfi while ) 
that there had been a marked reduction in miles operated. Typ , 
losses, he said, resulted from increased operating expense} 
brought about by the present emergency. The major problen} 
was, however, said he, the lack of efficient and adequate perf 
sonnel—the armed services and defense plants having draineif 
efficient personnel. In connection with the personnel problem} 
he said he deemed the continued operation of common carrier 
motor vehicles for hire important to the defense effort, anif 
added that a rate increase was necessary, but, he said he wah 
opposed to only a 4 per cent increase. Such an increase wa} 
not enough, the carriers would have to come in and ask fap 
more, said he. » which 

Mr. Keeshin said the railroads, because of the emergency} an ave 
were taxed to full capacity and if motor carrier operation A 
were suddenly cut off there would be a breakdown in transpor-) that i: 
tation—one couldn’t get along without the other. He said the) charge 
operating ratio would have to be 85 to 90 per cent, or the truck-) that o 
ing industry would be doomed, adding that if there was no way) able 
of keeping the industry going, he would accept government) cents 
subsidy. ) stance 

When asked if his company carried its own insurance, Mr.) Py 
Keeshin said his company was financially unable to qualify as¥ involv 
a self-insurer under the interstate commerce act. 

If the Keeshin system specialized in truckload traffic, Mr. Iter 


ry 


Keeshin said, operation would be profitable. Less-truckload § ‘uppler 
traffic was presently unprofitable and had been since about Pgh 
August, 1942, said he. as 

Mr. Keeshin said that his company had given‘the War De} » to } 
partment ninety days’ notice, effective July 3, that it desireip ic c 


to cancel its land grant agreement. It was impossible, he said, 
to find out what the land grant rates were. It was his company’ T: 
practice, said he, in answer to questions on the point, to bill@j |, 
its published tariff rates and then to “pray that they wouldn'f,, soon 
take off too much.” No, A- 
By a process of what he called “selective traffic solicita 1 
tion,” Mr. Keeshin said that the average haul had been cu! | Freip] 
from 269 miles to 216 miles for the month of March, and thalf S78. 
revenue for a ton mile had risen following the reduction in the oon d 
average haul. The trucking industry, he said, had selected the ar 2 
railroad basis of rates for the long haul, and he felt that the rs a 
industry should have a tariff set up on its own cost, withoul reco : 
any relationship to the rails. He expressed the hope that the we 
industry would some day obtain a rate and classification bass the a 
entirely on its own operation and operating costs, adding thal It 
he had no fear of the differential between rail and truck rates — 
Truck service, said he, was entirely different, and that eat ior te 
type of transportation had its own needs in the field. , 
In his closing remarks, Mr. Keeshin said he would like T 
have every consideration given to the increases requested, the 
adding that the industry was not asking “an increase that will | Mony 
create an exorbitant profit. We want to serve our government shippe 
and are merely asking for the right to exist and stay in bus: § Tous 
ness until the war is over.” carrie 
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The final witness for the conference was J. C. McWilliams, 
director of research, American Trucking Associations. The so- 
called “public utility” basis of a fair return was not satisfactory 
for the trucking industry, he said, because it was essentially a 
‘working capital industry’ which depended on a quick turn- 
wer of capital for its profits. A fixed percentage of return in 
relation to investment, he said, “cannot give them a cushion 
necessary to meet changes in conditions.” 

On stipulation, it was agreed that there would be accepted 
in evidence a study which Mr. McWilliams said had been pre- 
pared by an employe of the Interstate Commerce Commission 
covering something over 900 Class II and III motor carriers. 
The study, he said, had been presented by the Commission em- 
ploye to the wages and hour division of the Department of 
Labor some time ago and would show that the revenue posi- 
tion of the Class II and III carriers was less favorable than 
that of the Class I carriers. 
ines, ani Following Mr. McWilliams’ testimony, the hearing was ad- 

in truq| journed until May 18. 


or Mil 
: Track Rates Inerease 


| The Office of Price Administration has asked the Commis- 
‘} sion to suspend the operation of certain items in 8 supplements 
filed by the Central States Motor Freight Bureau, Inc., effec- 
awhoia:.etive May 22, and in four supplements filed by Transamerican 
subsidian§ Freight Line, Inc., effective May 23. These items, the O. P. A. 
oo System aid, increased to 125 cents a shipment the minimum charge 
st quarte} on less than truckload shipments. For some carriers, it said, 
‘S the bureau tariffs provided for a minimum charge of 55 cents 
4 shipment when the first class rate was 46 cents or lower, 
‘and 83 cents a shipment when the first class rate was more 
he syster than 46 cents. For other carriers, it said, the provisions of 
er of 19iF ryle 12 of the National Motor Freight Classification applied, 
_howevethi while for Transamerican the minimum charge was the rate 
-applicable on 100 pounds at the first class rate, subject to a 
‘} minimum charge of 88 cents. 

| The O. P. A. quoted a letter from the bureau which said 
‘| that when it was proposed to increase a number of truckload 
‘commodity rates, various shipper groups had objected, alleging 
\that motor carrier charges on small shipments, including mini- 
‘mum shipments, were unduly depressed and that the large 

jshipments and truckload shipments were carrying the burden. 
‘T As a result, the letter quoted said, the truckload rate revision 
‘/was temporarily deferred and a study made to determine the 
Haverage cost for the handling of minimum charge shipments, 
» which study developed a cost of $1.25 a minimum sihpment as 

















mergency,§ an average for all carriers reporting. 

operation A letter from Transamerican, quoted by O. P. A., said 
| transpor- that it was the opinion of that carrier that the minimum 
e said thf charge should be in excess of $1.25, but in view of the fact 


the truck-) that other motor carriers had agreed that this was a reason- 

as no Way) able charge, Transamerican had decided the additional 37 

overnment)) cents a shipment would be satisfactory under the circum- 
» stances. 

rance, Mr.§ _ Publications of the Central States Motor Freight Bureau 

qualify as} involved were: 


‘raffic, Mr. 
-truckload 
ince about 


Item 120-GG, supplement 184 to MF-I. C. C. No. 5; Item 120-DD, 
supplement 155 to MF-I. C. C. No. 6; item 120-N, supplement 144 to 
MF-I, C. C. No. 12; item 20-I, supplement 79 to MF-I. C. C. No. 17; 
item 1310-Y, supplement 64 to MF-I. C. C. No. 36; item 2010-A, supple- 
ment 6 to MF-I. C. C. No. 94; item 120-B and item 130-A, supplement 


e War De. 21 to MF-I. C. C. No. 85; item 120 and 130-A, supplement 16 to MF- 
it desiredf 1c. c. No. 84. 


le, he said} 
company’s Transamerican Freight Line publications involved were: 
‘ bill a 
: ee Item 10-A, supplement 57 to MF-I. C. C. No. A-11; items 150 series 


to supplement 27 to MF-I. C. C. No. A-34, supplement 25 to MF-I. C. C. 
: ie No, A-35, and supplement 24 to MF-I. C. C. No. A-38. 
ic solicita 


1 been cup, .Jhe standing rate committee of the Central States Motor 
~~ that}, teight Bureau, in a disposition notice covering its dockets 
tion in the 8078 and 8079, in which an increase of 10 cents a hundred 
lected the pounds is proposed in the rates on all truck shipments weigh- 
It that the "8 2,000 pounds or less, disapproves the proposal, both as to 
st. without the amount of the increase and the method of application, but 
fe that the tecommends, in general terms, some increase, depending on the 
ation basi revenue needs to be indicated by complete truck cost figures for 
dding that - first quarter of 1943, which figures are not yet available. 
ruck rates § Passes the decision as to the amount of the increase and the 

that eaci{ ™anner of its application on to the bureau’s central committee 

‘or final action at a meeting to be held in Chicago May 10. 


The opinion of the standing rate committee, attached to 
the disposition notice, is unanimous. It points out that testi- 
e that will } ony at its hearing (see Traffic World April 17, p. 996) showed 
overnment shippers “sympathetc with motor carrier problems,” but “unani- 
hy in bus: §™ous in their opposition to the method proposed,” and that 

‘atriers, while generally agreeing on the need for added 


luld like to 
requested, 
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revenue, were divided on the question as to whether to raise 
it by adding 10 cents to the rates on shipments weighing less 
than some stated amount, or by applying a percentage increase 
to all less-truckload and any-quantity rates. 


Cost figures so far gathered by the bureau, the committee 
says, “indicate an immediate necessity for additional revenues,” 
but, until the complete figures for the first quarter of this year 
are available, it will be impossible to determine “the exac* 
amount of the increase necessary.” It says, in effect, that it 
agrees with the shippers that these additional revenues should 
be obtained by means of a percentage increase applied to all 
less-truckload and any-quantity rates, rather than by a 10 
cent increase on only the rates assessed on smaller shipments. 
Its position in this respect, it continues, is consistent with that 
of the bureau and its members in eliminating less-truckload 
quantity ratings, a viewpoint expressed by the bureau as late 
as April 15 of this year in briefs filed with the Commission in 
a number of formal complaint and suspension cases. It repro- 
duces, in its opinion, a table indicating that, under the plan 
proposed, the percentage increases would be much heavier on 
the lower rate commodities than the higher. For instance, the 
10-cent increase on the first-class rate under basis No. 300 
would amount to 9 per cent, whereas, applied to the column 
35 rate under rate basis No. 50, it would amount to 37 per cent. 


“Based on the record before us,” the committee says, “we 
cannot recommend the placing of the entire proposed increase 
on smaller shipments and can only recommend that the in- 
crease, if made, be placed on all less-truckload and any-quan- 
tity shipments regardless of volume.” 


The committee also points out that, because of recent 
action in raising the ‘“‘freeze-out” limits on column B rates, the 
lower scales have already been raised considerably. Another 
group of rates, it adds, have been affected by recently raisinz 
less-truckload rates under 45 cents to that level as a minimum 
As to those rates, it recommends that a study be made “to 
determine whether or not any increase whatsoever should be 
made in less-truckload rates of 44 cents or less.” 


A subsequent proposal, in effect amending the original to 
make the 10-cent increase apply on shipments weighing less 
than 5000 pounds, has been placed on the standing rate com- 
mittee’s docket for hearing at the Blackstone Hotel, Chicazo, 
May 12. In view of the committees disposition and opinion on 
the original proposal, however, the feeling is that the proposed 
amendment poses an academic question. It is not expected 
that much if any testimony will be entered bearing on it. 


Freight Rates and the South 


Allegations that the south suffered from freight rate dis- 
criminations were but a manifestation of a conviction that 
originated after the Civil War, said Robert S. Henry, assistant 
to the president, Association of American Railroads, in an 
address before the Kiwanis Club, Nashville, Tenn., April 23. 
He said he was not speaking for the A. A. R. but as a “Nash- 
villian,” but in the course of his address he made an analysis 
of the freight rate structure to show, he said, that, as to freight 
rates, the “discrimination” conviction was in error. 

“Part of the heritage from those (civil) war days and 
‘after the war’ events of long ago is a conviction on the part 
of many southerners—perhaps it would not be too much to 
say most southerners—that the section is a step-child of the 
nation, the object of planned and deliberate discrimination. 
It is a common and understandable reaction, rooted deeply in 
emotion and human nature. For more than half a century this 
feeling centered around the tariff. Whole generations of south- 
erners were raised in the conviction that the tariff was a de- 
vice to keep an agricultural south in economic vassalage to an 
industrial north. But then, somehow, the south began to be- 
come an industrial section, and southerners began to have the 
same sort of interest in the tariff that people in the north had, 
and somewhere along the way the tariff just got lost and for- 
gotten as a sectional issue. 

“But the feeling of sectional discrimination survived. It 
survived the experiences of the first world war, when for eight 
years the government of the United States was in the hands 
of the Democratic party, with southern leaders in places of 
utmost responsibility. It has survived the New Deal, which to 
a large extent draws its power and support from this solidly 
Democratic section. It promises to survive even this war, when 
Americans all are fighting together for all America. 

“In its current manifestation, this conviction of discrimi- 
nation centers about the railroad freight rates of the south, or, 
rather, an erroneous idea of a small part of the railroad 
freight rates under which business is done in the south, and 
under which, it should be added, southern industrial develop- 
ment has gone forward since the first world war at a pace 
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just about twice as fast as that of the supposedly favored 
east.” 

In his boyhood days in Nashville, said Mr. Henry, it was 
an article of faith “among most of us that Nashville was the 
finest city in the world, with the finest future, except for the 
fact that it was being ‘discriminated against’ by the railroads.” 

“Among my earliest impressions was that of a malevolent 
influence called ‘Ellanen,’” said he. “I didn’t know then that 
the phrase stood for the initials L & N, and, if I had, I wouldn’t 
have known what the initials stood for. But I did know that 
whatever ‘Ellanen’ was, it was something of evil and oppres- 
sive intent.” 

“T give you that bit of childish impression and recollection 
because it is significant of the state of mind of that time,” 
he continued, adding: 


Through the years, it was impressed upon us that Nashville was 
being deprived of its natural growth and advantages through the 
‘‘discrimination’’ of the railroads. If anyone was so practical as to 
wonder just what the railroads hoped to gain by choking back the 
development of any part of the territory they served, he either kept 
his wonder to himself or his voice was lost amid the general cry of 
‘*discrimination.’’ 

And yet, during all those years, as we know now, there was being 
maintained by the railroads at Nashville an adjustment of freight rates 
so favorable to the trade of this city that it excited complaint from 
other points in the south. These complaints from other points in the 
south came before the Interstate Commerce Commission and that 
body found that Nashville was enjoying rates unduly preferential, 
as compared with other points, and ordered the preference removed. 

During all those years, in other words, in which Nashvillians had 
been loudly, passionately, even bitterly advertising to the world a 
“‘discrimination,’’ it didn’t exist—or, if it did, it existed in Nashville’s 
favor. Instead of pressing the real advantage of this city, we had 
been advertising to the world an imaginary disadvantage—and then 
wondering why those who had money to invest in manufacturing did 
not rush to put it in Nashville! 

I mention this lecal and almost forgotten situation because it so 
aptly illustrates the general situation and attitude of the south as to 
freight rates today, when it has become a cardinal point of faith in 
the South that the section is the victim of railroad freight rate dis- 
crimination. This belief, amounting in many cases to a passionate con- 


viction, is based upon the constant repetition of statements which are 
not correct. 


Mr. Henry then went into a detailed analysis of the south- 
ern freight rate controversy, asserting that discrimination con- 
tentions were generally based on comparisons of class rates 
while the great bulk of southern commerce and agriculture 
depended on commodity rates that were in many cases as low 
as and frequently lower than the corresponding rates in the 
north—-‘‘a fact which is usually forgotten or ignored in discus- 
sions of the comparative rates of the two sections.” Further, 
he asserted, it was not true that rates on manufactured articles 
were higher from the south to the north than in the reverse 
direction. Where there was a difference, said he, the commod- 
ity rate from south to north was not higher than in the reverse 
direction, but was lower. 


“A third source of misunderstanding on this subject is the 
repeated statement that southern manufacturers cannot get 
started, or cannot survive because of disparities in rates be- 
tween some point in the south and some point in the north to 
some common market, about equally distant from the selected 
points,” said he. “It is an interesting exercise in speculative 
commercial geography, but it doesn’t mean much—for the 
southern points selected are usually those where the particular 
article named has not been manufactured, and where, conse- 
quently, there has been no need and no demand for a rate 
adjustment. Take, for example, the recent prominent publica- 
tion of the impossibility of running a shoe factory in Louisiana 
because the rate on shoes from there to Chicago is higher than 
is the rate from Boston to Chicago. There are no shoes made 
at the Louisiana point selected, and, so far as I know, there 
never have been. But there are shoes made in the south, lots 
of them, as Nashville well knows. Nashville has found no 
difficulty in selling shoes all over the United States because 
of differentials in freight rates in favor of Boston or St. Louis 
or any other point—because there aren’t any. Rates on shoes 
from Nashville are on a basis competitive with the great shoe 
manufacturing centers of the east, and rates on shoes would 
be so lined up from the town in Louisiana if anybody should 
want to start a shoe factory there.” 


Mr. Henry said if class rates in the south were reduced 
to the northern level, and there was no compensating advan- 
tage elsewhere, the southern railroads would be the less able 
to make the physical improvements and the service improve- 
ments which the growing industry and agriculture of the south 
would most certainly demand after the war. 

It was significant that there were so few actual southern 
manufacturers involved in this movement for “parity” of class 
rates, aS proposed in various reports from governmental 
sources, and in bills in Congress, said he. The southern manu- 
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facturers, he asserted, would suffer if “parities” were esta}. Why ? 
lished on the northern level of rates. He gave a number g y* 





illustrations. He said candy was made in Nashville in volun, § . oe 
If the northern rate level were made effective, he said, Nag. shipp! 
ville would have its carload candy rate to Birmingham reduce anil 
14 cents but Chicago’s rate to Birmingham would be reduce sn 
by 23 cents. In concluding he said: staplit 

If southern political pressures succeed in getting ‘‘parity’’ for , stated 
small part of the railroad freight rate structure, there is no way w§ charge 
keep other pressures from bringing about ‘‘parity’’ of all railroad rates must ¢ 
and probably of all transportation rates, with effects definitely harmfy ut th 
to Southern industry and agriculture, as well as to southern rail. > = 
roa@s. ... 

For many years rates have been worked out between shippers ani by the 
railroads, subject to the final authority of the public regulatory bodie§ said, f 
They have been adjusted in an effort, and a reasonably successfyf at a | 
effort, to meet the infinitely varying needs of our commerce. The »- ply 


have not been made wholesale by political processes and pressures— appl et 
and for the sake of the south, particularly, and of its railroads, ah “ 
well as the nation as a whole, let us hope that they will not be. 


FREIGHT RATE ZONING PROPOSAL I 
S. 1030, to amend the interstate commerce act so as { vere 






provide for establishment of scales of rates, according to zone) 


for the transportation of property by common carriers by rai), 4°"! 





road, has been introduced by Senator Stewart, of Tennesse| a 
Its provisions are identical to those of H. R. 2547, introducei 3 w " 
by Representative Patman, of Texas (see Traffic Worli)) * the 
April 24). Pb 
: on 0} 
PAINTS, MINN. TO COLO. : oe 
The Office of Price Administration has announced that it) the 
attorneys are preparing a brief to be submitted to the Com) declar 
mission before May 20 in support of its protest against inf 
creases in freight rates on paint and paint materials from th} 
Twin Cities to Denver, Colo., and adjacent territory, proposeif Sou 
by western trunk line rail carriers, parties to Agent Kipp 
I. C. C. A-3459. The increases, filed to become effective April 1} H 
were suspended until Nov. 1, by an order in I. and S. 5206 the sc 
Paints, Minnesota to Colorado (see Traffic World, April 3, pf weeks 
803) Hearing was held April 20 in Washington, D. C., beforf includ 
Examiner Konigsberg. Assoc 
In its brief, the O. P. A. said it “will make the point tha} Hayd 
if the increases which range from 3 cents to 14 cents per hun Sheri 
dredweight were allowed, this would mean an increase to} 28887 
shippers in amounts ranging to 2% cents per gallon, and wouli if 
not be consistent with the President’s hold-the-line order.” [| ment 
————— on th 
are n 
Truck Rate Controversy in Cc 


Criticism of the Commission in connection with allegation the e: 
as to inapplicable rates on shipments by truck is made in a ¢ir- ioe 
cular letter sent to “customers and friends” by L. D. Staplin’ |: 


of the Carbonite Metal Co., Ltd., Burlington, Wis., with copies gy 
to members of Congress. 5 held 

According to the circular, Mr. Staplin arranged with 47 made 
trucker “to pull the truckload in units such as suited the truck-/ aon 3 
er’s convenience, with the understanding that such goods wert) i), . 
to be hauled at the truckload rate—16 cents as against L. T.L over 
rates of 30 to 40 cents. On some truckload hauls, pulled as small nces 


lots solely on account of his desire to accommodate other of his | 
patrons, he billed at L. T. L. rates—a stunt that netted more r 
than $70 where the T. L. rate would have returned him $32’) , 

Controversy developed between the shipper and the trucker 










as to the applicable charges, according to the allegations, they Po 
trucker demanding more money than the shipper had under} gyi4 
stood would be charged. than 

The controversy, according to the circular, involved th} acco, 
quoting of rates by motor rate bureaus and by truckers. MIB prog, 
Staplin said the matter was finally referred to his attorne; 
with instructions to take it up with the Commission. The Com thoy, 
mission, according to the circular, ruled in effect that the leg@h gon 
applicable rates must be collected—that the only way a ShIppel song, 
could protect himself against overcharges was by going to the were 
office of the carrier and there examining the rates kept there ge | 
for public inspection. The shipper requested the trucker ‘0 repr 
“show him his rates” but, according to the allegations, th more 
trucker said he didn’t have the rates but would get them fo lawy 
him. othe 

The Commission also ruled that a motor truck rate asst days 
ciation was not compelled to quote rates used by its member § gat; 
according to the circular. time 


“T. C. C.’s rulings make it so impossible for shippers and 
avoid being defrauded that they cause continual frauds, Col 
troversies and wastes,” says the circular. “I. C. C. cannot help 
but know this, in my opinion, and in view of their recogniz 
duty, which is the prevention of transportation frauds, thel 
practice of fraud generation, generates the natural question 
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Why? Why do they favor the association and the trucker? 
In the answer to these two questions is the solution of clean 
shipping progress. . . . I. C. C. should be deloused: Congress 
alone can do it—so this is being mailed each senator and 
representative.” 

Inquiry was made at the Commission with respect to Mr. 
Staplin’s allegations. An investigation was made but it was 
stated that no record could be found relating to Mr. Staplin’s 
charges. It was pointed out that, under the law, the carrier 
must collect the legally applicable rates. It was further pointed 
out that truckload rates could not legally be applied to parts 
of a shipment, supposed to move at truckload rates, picked up 
py the carrier at different times. It was permissible, it was 
said, for a trucker to take possession of a truckload shipment 
at a loading platform and then move it in smaller units and 
a-ply the truckload rate, but the truckload rate could not be 
appl ed to shipments that were in fact less-than-truckload. 


FREIGHT FORWARDER ACTION 


In No. FF-80, Edna M. Clancy, Freight Forwarder Appli- 
cation, the Commission, division 4, has issued a _ permit, 


| effective July 17, authorizing the applicant, doing business as 
' American Consolidators, to operate as a freight forwarder, 
in interstate commerce, in the transportation of commodities 


generally from all points in California to all points in Arizona, 
New Mexico and Texas. The Commission dismissed portion 


' of the application for authority to serve Oregon and Washing- 
' ton on the ground that applicant had not shown operations 
'from those points since April 4, 1941, and Oct. 
/ respectively, nor that the service would be consistent with 
‘§ the public interest and the national transportation policy 
‘FE declared in the act. 


7, 1941, 


‘Southwest Coal Cases 


Hearings in a number of cases involving rates on coal in 


) the southwest came to an end, April 28, after more than four 
' weeks of sessions at Salt Lake City and Denver. 


The cases 
included Docket 28834, Southern Wyoming Coal Operators’ 
Association vs. Chicago, Burlington and Quincy et al.; 28880, 
Hayden Coal Company et al. vs. A. T. & S. F. et al.; 28885, 
Sheridan, Wyoming Coal Company vs. C. B. & Q. et al., and 
28887, Northern Colorado Coals, Inc., vs. A. T. & S. F. et al. 

In the first named case, complainants seek the establish- 


) ment of the same rates on coal from southern Wyoming mines 


on the Union Pacific to Burlington destinations in Nebraska as 


© are maintained from the Walsenburg and Routt County mines 
| in Colorado to the same destinations. 


The allegation is that 
the existing rates from the Wyoming mines are unreasonable, 
discriminatory, preferential, and prejudicial. The complaint 
was the culmination of negotiations between the Wyoming 
mines and the Union Pacific, on the one hand, and the Burling- 
ton, on the other, extending over many years. At meetings 
held prior to the hearing, attempts at a compromise were 
made. According to Burlington traffic officials, that railroad 
was willing to make adjustments under which the rates from 
the southern Wyoming mines would be fixed on differentials 
over the Colorado mines which they say would reffect differ- 
ences in service. Wyoming mine interests, however, refused 
to accept the offer and the cases went to hearing. 

The other three complaints were filed subsequent to that 
of the southern Wyoming mines, more or less as protective 
measures on the part of Routt County, Sheridan and Colorado 
operators. They make no allegations of unreasonableness of 
existing rates from their mines, but include destinations other 
than those contained in the southern Wyoming complaint and 
assert that the present adjustment is prejudicial to them and 
preferential to their southern Wyoming competitors. 

Hearings began at Salt Lake City March 30 and continued 
there to April 9. They were resumed at Denver April 12 and 
continued to April 28. Examiner Armes presided and repre- 
sentatives of the Wyoming, Kansas and Colorado commissions 

ere in continuous attendance. It was estimated that the aver- 

age daily attendance of railroad attorneys and traffic men and 
representatives of coal operators was between 35 and 40, with 
more in attendance on some days. Sixteen of the railroad 
lawyers and traffic officers were in constant attendance with 
others present, as witnesses, for periods ranging from 3 to 12 
days. In addition, observers pointed out that the mass of 
Statistical and other testimony put in required much work and 
lime in preparation. Complainants’ testimony ended April 21 
and the remainder of the time was spent in putting defending 
'ailroad testimony and in the cross-examination of railroad 
Witnesses. 

Burlington officials, including L. R. Capron, traffic vice- 
President and B. R. Battey, general freight traffic manager, 
lake the position that the complaining coal operators at pres- 
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ent have a market for all the coal they can produce and that, 
since the point in the case is the desire on the part of the 
complaining operators to expand their competitive markets, the 
trial might well have been postponed until after the war. They 
look on the long-drawn-out proceedings, requiring the time of 
many important railroad and industrial traffic men, as a waste 
of manpower in a time when their efforts are badly needed to 
take care of the extraordinary volume of war traffic. 


DANGEROUS ARTICLES REGULATIONS 

The Commission, division 3, has issued an order in No. 
3666, In the Matter of Regulations for Transportation of Ex- 
plosives and Other Dangerous Articles, amending its regula- 
tions for the transportation of explosives and other dangerous 
articles, effective April 28. 

For the most part, the amendments relate to the use of 
containers for explosives and other dangerous articles, per- 
mitted because of the present emergency. Fifteen items are 
— to the commodity list of explosives and other dangerous 
articles. 


T. R. R. NOTES 


The Commission, division 4, by an order in Finance No. 
14147, Tennessee Railroad Co. Notes, has dismissed the com- 
pany’s application for authority to issue $30,000 of serial 4 
per cent equipment notes. The orders said that the applicant 
had, by letter, represented that it wished to withdraw the 
application. A memorandum report which had been forwarded 
to the applicant indicated that the Commission would not 
permit issuance of the notes, because applicant’s capital 
structure was unbalanced, and carried the suggestion that the 
controlling iterests advance “in open account” the amount 
desired to recoup the treasury for the purchase of equipment. 
This, the applicant said, would be impracticable. The letter 
requesting permission to withdraw the application indicated 
that the applicant had been informed in a telephone conversa- 
tion by the Bureau of Finance that division 4 of the Commis- 
sion would not approve the issuance of the notes. 


BARGE-RAIL TRANSIT PRIVILEGE 


The Commission has voted not to suspend item No. 330 in 
Mississippi Valley Barge Line Co. Freight Tariff No. 5-L, I. 
C. C. No. 72, effective April 26, involving storage in transit 
privilege on cocoa beans imported through New Orleans, La., 
with the transit privilege authorized at Cairo, Ill., Cincinnati, 
O., East St. Louis, Ill., Evansville, Ind., Louisville, Ky., and 
St. Louis, Mo., on the basis of rates in effect via barge-rail 
routes. 

The item had been protested by Southern Ports Foreign 
Freight Committee on the ground that the item was issued con- 
trary to specific advice from the petitioning railroads that they 
would not concure therein (see Traffic World, April 24). 


REFINERS TRANSPORT PURCHASE 


“Division 4 erred in finding, contrary to the law and the 
evidence, that the proposed transaction, avowedly a part of 
the declared program of Union Tank Car Company, through its 
subsidiary, Refiners Transport & Terminal Corporation, to ac- 
quire the properties of numerous motor carriers through the 
eastern United States, is consistent with the public interest.”’ 

So saying, the Department of Justice has petitioned the 
Commission to “reconsider the important public questions here- 
in presented,” and has asked for oral argument, in MC F-1936, 
Refiners Transport & Terminal Corporation—Purchase—Mar- 
shall Transport, Inc. In that proceeding, the Commission, by 
division 4, approved the purchase of operating rights of Mar- 
snall Transport Co., as to petroleum products, in bulk, in tank 
trucks, from Baltimore, Md., to points in Delaware, points in 
a described area of Pennsylvania, those in Accomac county, Va., 
and those in the Washington, D. C. commercial zone (see 
Traffic World, April 10, p. 848). 

The Department of Justice said that the view expressed in 
the decision of Division 4, holding that Union Tank Car Co., 
the parent company, was not required to be made a part appli- 
cant where its subsidiary, Refiners, was acquiring control of 
another motor carrier, because the identity of the carrier 
acquired would be extinguished and, therefore Refiners would 
remain the only carrier controlled by Union, was too narrow a 
construction of the word “control” as used in the act. While 
the Commission had had before it similar questions, the De- 
partment of Justice said it had never adopted the position 
taken by the majority of Division 4 in this case, and that the 
Commission should, therefore, “consider this as a matter of 
first impression.” 

The petition said also, that in considering whether or not 
Union was affiliated with any railroad, the provisions of the 
statute defining that relationship contained the broadest pos- 
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sible language. The decision, it said, failed to deal realistically 
with the question of whether existing relationships between the 
railroads and the Union was such that it was reasonable to 
believe that the affairs of the motor carrier to be acquired 
would be managed in the interests of the railroads. 


K. C. S. MERGER AND FINANCING 


Merger of the properties of the Texarkana & Fort Smith 
Railway Co., and the Kansas City & Grandview Railway Co., 
into the Kansas City Southern Railway Co. for ownership, 
management and operation is proposed in joint applications 
filed with the Commission in Finance Nos. 14192 and 14193. The 
K. C. S. is the owner of all the capital stock (except directors’ 
qualifying shares) of the two companies, and under the merger 
plan the stock is to be surrendered and canceled and the com- 
panies dissolved. The merger will “secure greater economy” 
and simplify the corporate structure of the K. C. S., according 
to the applicants. The K. C. S., under the plan, proposes to 
assume liability of the two companies on their bonded indebted- 
ness. 

In Finance No. 14194, the Kansas City Southern has asked 
the Commission for authority to issue $1,122,741.38, principal 
amount, of promissory notes in evidence of, but not in payment 
of, unpaid principal on the purchase of equipment under five 
conditional sales contracts. The contracts are held by the Gen- 
eral American Transportation Corporation, Mercantile-Com- 
merce Bank & Trust Co. of St. Louis, St. Louis, Mo., Pullman- 
Standard Car Manufacturing Co., and First National Bank of 
Kansas City, Kansas City, Mo. The notes bear interest ranging 
from 1.8 to 3 per cent and mature at various dates from Oct. 
1, 1949, to May 1, 1956. Applicant said it computed its exemp- 
tion under the existing excess profits tax law on the invested 
capital basis, and that it was estimated that in 1943 the inclu- 
sion of “such indebtedness” in borrowed capital would result 
in a substantial net saving to it, and that there would be a 
substantial saving in any subsequent year in which it was sub- 
ject to excess profits taxes. 


Arnold’s Statement Challenged 


A statement made by Thurman Arnold, erstwhile “trust- 
buster” of the Department of Justice, before the House com- 
mittee on appropriation, February 17, that the ‘Rocky Moun- 
tain Transport Co.” had been thrown out of a motor rate 
bureau because it had published an independent rate and ‘‘were 
busted in three to six months,” is characterized as “a gross 
misrepresentation of the facts’ by C. E. Bellew, general man- 
ager of the Middlewest Motor Freight Bureau, Kansas City, 
Mo., in a letter to Senator Gillette, of Iowa (see Traffic World, 
April 10, p. 853). 


Mr. Arnold, at the time of his appearance before the 
House committee, had been nominated as a judge of the Court 
of Appeals of the District of Columbia, but he discoursed be- 
fore the committee on the subject of transportation monopolies 
and their evils. He used the “Rocky Mountain Transport Co.”— 
he was not certain of the exact name—as an illustration of 
what comes of such monopolies. 


After quoting from Mr. Arnold’s testimony as published in 


the Daily Traffic World and Traffic Bulletin of April 7, Mr. 
Bellew said: 


I personally feel that this is a gross misrepresentation of the facts. 
The line referred to by Mr. Arnold is the Rocky Mountain Lines, Inc., 
of Lincoln, Nebraska. It is true that they did go bankrupt but I 
think if all of the facts were before the Senators and Representatives 
in this particular case they would come to an entirely different con- 
clusion than that reached by Mr. Arnold. In the first place, the Rocky 
Mountain Lines, Inc., of Lincoln, Nebraska, signed an application and 
agreed to abide by the by-laws, rules and regulations of the Western 
Trunk Line Motor Common Carriers Bureau of Des Moines, Iowa. One 
of the provisions of those by-laws was that they would file any pro- 
posed changes in rates with the bureau and permit all carriers an 
opportunity to voice their objections or participate in the rates or 
refuse to participate in the rates, that if the majority of the carriers 
did not desire the rates published, they would then have the right to 
instruct the bureau to publish the rates for their account. After be- 
coming participating carriers in all of the issues and paying dues to 
the bureau they took it upon themselves to totally ignore this co- 
operative arrangement and, whenever they felt like it, to publish such 
rates as they saw fit in their own individual issue without giving their 
competitors an opportunity to be heard or to participate or to have 
anything to say about the rates involved. 

For this reason an attempt was made to eliminate them from the 
bureau issues and they were invited to go out and publish their own 
local and joint rates and cease their cooperation with the carriers in 
that territory. When the supplements were issued removing them 
from the tariffs they filed a petition for suspension with the Interstate 
Commerce Commission and their cancellation from the bureau issues 
was suspended so that they did maintain and had to the day of the 
bankruptcy rates in the bureau issues and they never were thrown 
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out of the rate bureau so far as participation in the rates publishgy 
in the bureau issues was concerned. 

Another interesting fact in connection with this case was that th 
day that the Commission issued its suspension of the cancellation 
this line from the bureau issues this company refused to pay its py. 
portionate share of the expense of the publication of rates and was 
indebted to us at the time of the bankruptcy in the amount of som 





$600.00 from which we have never realized any money. (Digests 
This carrier did not go broke because he did not have rates 9 

could not get rates. This carrier went broke for other reasons. In my 

opinion the reason he went bankrupt was because he was spread out to — 

thin over the territory involved and had rates that were too low in his 


own individual tariff on the principal commodities which he was hauling 
namely, agricultural implements, road grading and making machinery 
and parts thereof, and because of mismanagement and other factoy 
involving operations rather than rates. (S 
I had hoped a good many times in the investigation which th manag 
Department of Justice was making that they would choose this cay of COM 
as a violation of the anti-trust laws because I believe they would hay portati 
fallen by the wayside so far in the federal courts that they would havé applica 
been the laughing stock of this territory. tures | 
One thing I can say for the carriers in this territory and for th! carrier 
organizations in this territory publishing rates is that I do not beliew) of the 
that any carrier ever was coerced into doing anything so far as rately the or 
are concerned. There may have been delays through the bureau prj) A 
cedure but at the end of the road their right to have the rates pub), rr 
lished was always preserved and I think every shipper in the territon(l 2 ca 
if questioned, would admit frankly that that is true. ) enjoye 
carrie} 
Mr. Bellew expressed the hope that Senator Gillette woul) to the 
present the letter to the members of the interstate commergj sons 0 
committees of the House and Senate for their consideration) public 
Senator Gillette referred the letter to the Senate interstat 0; 
commerce committee to which has been referred the bill) tomer: 
(S. 942), providing for Commission control of rate bureaus ani) “priva 
rate conferences, introduced by Chairman Wheeler (see Tra- 
fic World, April 10, p. 853). 
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Alton-K. C. St. L. & C. Dispute 


Directors of the Kansas City, St. Louis and Chicago Rail 
road, owner of 160 miles of line between Kansas City an/ 
Mexico, Mo., over which the Alton Railroad operates, met 4 v 
Chicago, April 29, and voted to file a petition for reorganization}, °P¢T@ 
under section 77 of the federal bankruptcy act. They took tha, 4nd s 
action after John E. Gavin, counsel for stockholders of th} 2 0SI 
K. C., St. L. & C., had failed to get from Judge J. P. Barna}, S¢S 
in federal court at Chicago, an order instructing Henry Aj) woulc 
Gardner, trustee of the Alton Railroad, to forbid the short : th 
lines’ directors from taking that action. Directors and officers OW! 
of the K. C., St. L. & C., Mr. Gavin said, in presenting hi pe 
petition to the court April 28, were subordinate operating and 7m 
traffic officials of the Alton and appointees of the trustee, whl ( 
could, therefore, restrain their actions as their employer. Trusted gem 
Gardner has taken the position that the Alton operates over 'Y ™ 
the K. C., St. L. & C., not under lease, but as making use off on 
the properties of a subsidiary (see Traffic World, March 2) “*, 
p. 628). ‘ cializ 

















: : . : ; : ) dise, 
There is still pending in federal court a case involving they high 
right of the Alton to terminate a lease made before the earlier oy 
Alton reorganization in 1931. In that case, the Alton take 
the position that, under the terms of that reorganization, | nt 
can substitute for the lease a rental agreement at a cost to lf se 
of about half the lease charges. The opposition of the holdeny dies 
of guaranteed stock of the K. C., St. L. & C. to reorganizatiop pres 
of that line now, is that such a reorganization, carried olf tory 
simultaneously with that of the Alton, might result in a dep servi 
crease in the compensation they insist they are still entitle than 
to under the lease. to si 
In refusing to act on Mr. Gavin’s petition, Judge Barneh 614. 
said he could not issue an order on the petitioners mel} Com 
anticipation of what the directors of the short-line would dp 
He indicated that he would take the matter under consideratiog} «, 
if and when they filed their petition for reorganization. Tha ing 
petition had not as yet been formally drawn or filed the momy (74 
ing of April 30. At that time, Mr. Gavin said he would awall§ qj), 
the filing before acting further in the matter. corp 
Under the bankruptcy act, directors of a subsidiary 0 § fron 
poration, when elected or appointed by the parent compat) 
may file petitions for reorganization in proceedings involvil§ oper 
the parent company’s reorganization. zone 
pany 
subj 
CHANGES IN DOCKET mis: 
Hearing MC 103706 Sub. 1, April 27, Denver, Colo., canceled. et s 
Hearing W-260, April 28, Washington, D. C., canceled. a 
Hearing W-463, April 26, Brooklyn, canceled and reassigned May § Wer 
Hotel St. George, Brooklyn, N. Y., Examiner Konigsberg. by 





Hearing MC 31240 Sub. 6, April 30, Jackson, Miss., cancelea. hot 
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> rates or Copyright, 1943, by West Publishing Company.) 

ns. In my 

ad Out too 

low in his 

as hauling 

machinery REGULATON OF COMMON CARRIERS 

_ (Supreme Court of Ohio) Where shareholder, director and 
nich manager Of theater operating companies, without authorization 

ae a of companies’ boards of directors, signed contracts for trans- 

vould hay portation of motion picture films and theatrical supplies by 

vould hav applicant private carrier and the boards authorized the signa- 


tures before order granting applications to add companies to 
nd for th carrier’s permit was made and no prejudice resulted on account 
not beliew) of the irregularities, the contracts were valid and supported 
ar as rate) the order. Gen. Code, Sec. 614-109. 
yureau pri) A specified number of contracts does not fix the status of 
rates publ), carrier so that an excess of that number makes one who has 
© territory enjoyed the status of a “private contract carrier” a “common 
» carrier,” but a common carrier is one who holds himself out 
to the public as engaged indiscriminately in transporting per- 
sons or property for compensation, offering his services to the 
public generally. 

















interstats One performing transportation service for specific cus- 
| the hbilljtomers at prices fixed in each case by definite contract is a 
ireaus anip “private contract carrier” and not a “common carrier.” 

(see Traf- Where applicant private contract carrier by truck confined 


his service to transporting motion picture films and theatrical 
‘supplies for motion picture theaters and did not hold himself 
‘out as accepting transportation from the public generally, ap- 
‘plicant was a “private contract carrier” and not a “common 
‘carrier’ and was entitled to amend his private carrier permit 
“f to add specified theater operators thereto. Gen. Code, Sec. 
- City and 614-84. : 
es. met @ Where protestant common carrier for some ten years had 
rganization operated 3 trucks on applicant private contract carrier’s route 
> took thet. and served some 61 theaters, 5 state institutions, 2 schools and 
Bu of tv) 2 hospitals by transportation of motion picture films and acces- 
P. Barnet Sories and by amendment of applicant’s certificate protestant 
: \), would lose to him 2 shippers owning five theaters at a terminus 
') of the route, and shippers had sought applicant’s services, al- 
lowance of the amendment was not improper as inconsistent 
‘= with declared statutory policy for regulation of transportation 
erating and) by motor vehicle. Gen. Code, Sec. 614-109. 
rustee. whe . Generally, the public interest sought to be conserved by 
yer Trustee, Statute declaring policy as applied to transportation of freight 
erates ovell by motor vehicle lies in providing safe and efficient transporta- 
king use off tion equipment, maintenance of adequate transportation facili- 
March op) ties, regularly sustained in a specific territory, providing spe- 
\) cialized service essential for handling special types of merchan- 
. » disc, avoidance of undue traffic congestion on the public 
volving the highways, and maintenance of reasonable rates for service. 
» the earl! Gen. Code Sec. 614-83. 


Alt . Where applicant private contract carrier by truck and 
yoga ? r i protestant common carrier provided satisfactory equipment for 
the bella | transportation of motion picture film and theatrical supplies, 
= va nization allowance of amendment to add specified operators to appli- 

gar d yp cant’s permit would not seriously affect service as in the terri- 
poi ~ ah tory, applicant’s new shippers were dissatisfied with protestant’s 


service, protestant’s rates were approximately one-third higher 
than applicant’s rates and applicant would give special services 
to shippers, amendment was properly allowed. Gen. Code, Sec. 


still entitlef 


udge Barnéf 614-109. (Columbus-Cincinnati Truck Co. vs. Public Utilities 
ioners mel} Commission, 47 N. E. Rep. 2d 623). 
e would df (Kansas City Court of Appeals. Missouri) Under provi- 
onsideratiO sions exempting from the Bus and Truck Act, vehicles operat- 
zation. Tha ing on regular routes within municipal corporations and adja- 
-d the — cent suburban territory, an express company’s free pick-up and 
would awal elivery service by motor vehicle wholly within a municipal 
corporation and the adjacent suburban territory was exempt 
psidiary © | from the act. Mo. R. S. A. Sec. 5720 et seq. 
nt compat) Evidence did not support finding that express company 
gs involviti§ operated motor vehicles beyond the free pickup and delivery 
zone and exempted suburban territory, so as to render com- 
pany a “motor carrier” within the Bus and Truck Act and not 
subject to statutes relating to authority of Public Service Com- 
mission over railroads. Mo. R. S. A. Secs. 5290 et seq., 5577 
canceled. et seq., 5602 et seq., 5619 et seq., 5720 et seq. 


Where findings and orders of Public Service Commission 
were not supported by evidence on issue which was conceded 
by the commission to be controlling, Court of Appeals would 
hot enter into speculation to sustain findings and orders. 








bd. ; 
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If express company should engage in transportation of 
goods by motor vehicle for hire over the state highways beyond 
the free pick-up and delivery zone and exempted suburban ter- 
ritory, such company would be subject to the Bus and Truck 
Act, and not to the statutes relating to the authority of the 
Public Service Commission over railroads. Mo. R. S. A. Secs. 
5290 et seq., 5577 et seq., 5602 et seq., 5619 et seq., 5720 et seq. 

The Public Service Commission is authorized to inquire 
into the methods used by express company in transportation of 
goods by motor vehicle and to require it to make reasonable 
reports concerning such methods to determine whether such 
transportation has become subject to the Bus and Truck Act. 
Mo. R. S. A. Sec. 5720 et seq. 

An application by an express company to the Public Serv- 
ice Commission for a finding that the entire movement of 
property by express, including terminal collection and delivery, 
was subject to statutes relating to power of Public Service 
Commission over railroads and not to the Bus and Truck Act, 
was not within the Declaratory Judgment Act, but involved 
an exercise of the Commission’s statutory powers to supervise 
the operation of common carriers within the state. Mo. R. S. A. 
Secs. 5290 et seq., 5577 et seq., 5602 et seq., 5619 et seq., 5720 
et seq. 

Judgment sustaining orders of Public Service Commission 
was reversed and remanded with directions that the cause be 
remanded to the commission for such further action as it might 
decide to take, where portions of the order were unsupported 
by evidence, since Court of Appeals was not authorized to 
modify the commission’s findings and orders. (State vs. Public 
Service Commission, 169 S. W. Rep. 2d 88.) 





€ a ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





(Civil Court of Appeals, Ninth Circuit.) Clause in bill of 
lading authorizing carrier to abandon or deviate from agreed 
voyage in any situation increasing hazard must be given a 
reasonable interpretation and discretion conferred may not be 
exercised in an arbitrary manner without substantial grounds 
and good faith alone will not suffice. 

Carrier, even in absence of agreement, has right to exer- 
cise discretion to abandon voyage in a situation which is likely 
to increase hazard to safety of ship or cargo or to make it 
imprudent or unlawful to proceed on voyage. 

A reasonableness of carriers or master’s apprehension of 
increased hazard resulting in an abandonment of voyage may 
not be determined by subsequent events. 

A “reasonable apprehension” of seizure of vessel authoriz- 
ing an abandonment of voyage arises when degree of danger 
gets beyond category of rumors or fanciful danger and may he 
properly called actual and substantial. 

An admiralty appeal receives a trial de novo in Circuit 


Court of Appeals but respect is accorded to findings of District 
Court. 


In libel for breach of contract for carrying cargo to a 
foreign port, evidence failed to sustain findings that carrier 
had agreed to carry cargo to a blockaded port and that carrier 
was not entitled to abandon voyage upon learning that ship 
carrying similar cargo to same destination had been seized. 

Where at time carrier undertook voyage to Russian port 
from United States, British had intercepted a ship carrying 
German owned cargo en route to Russia but British minister 
had declared that there was no contraband control in Pacific, 
voyage was not undertaken in contemplation of running a 
blockade, and, when, during course of voyage, neutral Russian 
ship en route from Mexico to Russia with similar cargo was 
seized and consensus of news reports was that British blockade 
had been extended and carrier could obtain no additional 
information from Russian Embassy, British Embassy or De- 
partment of State, carrier was justified in abandoning voyage 
because of increased hazard. 

Where shipper loaded cargo in rainy weather which caused 
fresh water damage to cargo, shipper could not hold carrier 
liable for resulting loss. 

In libel for damage to cargo evidence failed to sustain 
finding and decree for shipper for carrier’s alleged negligence 
in allowing water to enter hold through chain pipes and chain 
locker and required finding that damage was caused by a 
storm which was a “peril of the sea” for which there could be 
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no recovery. Carriage of Goods by Sea Act 1936, Sec. 4(2) 
(c), 46 U. S. C. A. Sec. 1304 (2) (c). 

In libel for cargo damage on theory that water entered 
hold through chain pipes, where shipper did not cross examine 
ship’s carpenter on testimony that chain pipes were cemented 
up at each port and found intact at arrival at each succeeding 
port and did not introduce any evidence to the contrary, testi- 
mony of carpenter was required to be accepted as true. (The 
Wildwood; 133 Fed. Rep. 2d 765). 





(Circuit Court of Appeals, Second Circuit.) The statute 
exempting ship owner from liability to cargo owner for damage 
to cargo through fire exempts owner in personam and in addi- 
tion destroys any lien upon ship for damage to cargo through 
fire. 46 U. S. C. A.-Secs. 182, 183. 

“Neglect,” within statute exempting ship owner from 
liability to cargo owner for damage to cargo through fire, 
unless fire is caused by design or neglect of ship owner, means 
personal, and not imputed negligence. 46 U. S. C. A. Sec. 182. 

Evidence failed to establish that person retained by char- 
terer to advise with masters and chief officers on loading and 
stowage of vessels stood in such a relation to charterer that 
his negligence would preclude charterer from being exonerated 
for damage to cargo through fire under the Fire Statute. 
46 U. S. C. A. Sec. 182. 

Where charterer had local manager exercise supervision 
over loading and stowage of vessels, personal dereliction of 
manager was necessary to fix liability upon charterer for dam- 
age to cargo by fire. 46 U. S. C. A. Sec. 182. 

Where local manager of charterer who supervised loading 
and towage of vessels had notice that cargo of sardine meal 
was subject to heating and that heating could lead to fire, 
manager’s failure to take any action to prevent heating, if 
established, would render owner liable for damage to cargo. 
46 U. S. C. A. Sec. 182. 

Under statute exempting ship owner from liability to cargo 
owner for damage to cargo through fire, unless such fire is 
caused by design or neglect of such owner, burden of proving 
neglect is on claimants. 46 U. S. C. A. Sec. 182. 

Evidence established that owner and charterer of ship 
were entitled to exoneration from liability for damage to cargo 
through fire under Fire Statute, where it did not appear that 
fire was caused by their design or neglect. 46 U. S. C. A. 
Sec. 182. 

Under bills of lading providing for contributions in general 
average by cargo owners if character shall have exercised due 
diligence in making ships seaworthy, if stowage of ship was 
such as made a fire likely, ship was “unseaworthy’’. 

Under bills of lading providing for contributions in general 
average by cargo owners if charterer shall have exercised due 
diligence to make ship seaworthy, charterer’s duty to exercise 
due diligence to make ship seaworthy was not delegable. 

If shipowners or charterer is to recover contributions in 
general average from cargo owners for damage to cargo result- 
ing fom unseawothiness of ship, although due diligence has not 
been used to make ship seaworthy, bills of lading must them- 
selves specifically so provide. 

The provision in bills of lading that “If the shipowner 
shall have exercised due diligence to make the steamer. . 
seaworthy ... in case of ... damage... resulting from ac- 
cident ...or from unseaworthiness... if the... unsea- 
worthiness was not discoverable by the exercise of due dili- 
gence” the cargo should contribute in general average would 
not be construed by reason of use of word “accident” as 
requiring contribution in general average to losses although 
due diligence has not been used to make ship seaworthy. 
Harter Act, 46 U. S. C. A. Secs. 190-195. 


Finding that stowage of vessel was negligent making vessel 
“unseaworthy”, so as to preclude charterer from recovering 
contributions in general average from cargo owner for damages 
to cargo by fire under provision in bills of lading for contribu- 
tions, if charterer shall have exercised due diligence to make 
ship seaworthy, was not “clearly erroneous” and could not be 
set aside. (Consumers Import Co. vs. Kawasaki Kisen Kabu- 
shiki Kaisha, 133 Fed. Rep. 2d 781). 


Cc. & N. W. REORGANIZATION 


Judge John P. Barnes, in the federal district court at Chi- 
cago, April 7, denied permission to Luther M. Walter and Helen 
W. Munsert, counsel for the debtor in the Chicago and North 
Western reorganization case, to file a petition seeking either 
an order directing the trustee to pay off the approximately 
$49,000,000 debt owed to the Reconstruction Finance Corpora- 
tion or an order remanding the case to the Commission with 
directions to consider and report on the matter of paying the 
claim (see Traffic World, April 24, p. 981). 

Mr. Walter told the court that the trustee’s cash on hand 
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was ample to meet the payment at present; that, if the pay. 
ment were made, securities pledged with the R. F. C. wou 
be made available to other creditors and possibly to tHe stock. 
holders, and that it was not in the public interest that the 
R. F. C. exercise great control over the reorganized company 
through allotments of new securities to it as provided in the 
plan. Despite the U. S. Supreme Court’s refusal to review 
lower court decisions upholding the plan, he said, the distri¢ 
court had authority to enter either of the orders sought. At 
the time the plan was considered by the Commission, he said 
the estate did not have sufficient cash on hand to pay off the 
claim, and if the Commission were now asked to change the were 
plan in that respect it would be glad to do so. which 
Douglas Smith, counsel for the insurance banks, creditor 
of the debtor, opposed the request for permission to file th. v 
petition. He said debtor’s counsel had asked the Supreme Cour King § 
not only to review lower court decisions upholding the plan $1,300 
but also to instruct the district court to direct the trustee t, defenc 
pay the R. F. C. claim. The high court had not acceded ty) 18. P! 
any request made by Mr. Walter and Mrs. Munsert in five peti.™ autho: 
tions filed by them in the last year, said he, adding that th Oklah 
district court did not have authority to enter the orders now) Comm 
sought. Judge Barnes said he felt it would be unseemly fay the C 
him to consider the petition further, in the light of the higi! Van 
court’s ruling and his own ruling that the stockholders had mj other 
further equity in the railroad. » time 1 
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FREIGHTWAYS CONSENT DECREE 


With reference to the consent decree enjoining furthel 
violations of the anti-trust act by Freightways, of Salt Lak 
City, ten associated carriers, and 32 of their officers, entereif 
in the U. S. district court at San Francisco (see Traffic Worli) 
April 17, p. 920), Leland James, president of Freightways, hap 
issued the following statement: 


The anti-trust division’s suit to obtain an injunction dissolving 
the Freightways organization was brought to a close on April 14, whe 
Freightways and its member lines, who were defendants in this caseh 
consented to the entering of a consent decree that would have thp 
effect of dissolving this organization, if and when such decree becamf 
effective. 

Freightways consented to the entering of this decree without mak 
ing any defense, when it had agreed with the Justice Department tha} 
the decree would not become effective until a reasonable time hai} 
elapsed after the Interstate Commerce Commission had acted upo} 
the organization’s pending 1ipplication. Freightways had made appli} 
cation for authority from the I. C. C. to continue the organization anifj 
the performance of most of the service for its member lines that wer! cable 
complained of by the Justice Department. This agreement was comp: 


ti 


ered in the statement by the attorneys in open court. 

If the Interstate Commerce Commission assumes jurisdiction and 
authorizes the continuation of the organizations, the aforementioned” 
decree will not become effective as to those practices which have been 
authorized by the I. C. C. Thus, the Interstate Commerce Commission 
will finally determine whether or not the Freightways organization! 
continues to function. : 


At the Department of Justice it was stated that the decree) 
spoke for itself and that it was to become effective six months) 
from the date of its filing. There was no reference in the 
decree to the Interstate Commerce Commission, it was stated. 
Whatever the Commission might do with respect to Freight: 
ways’ application pending before it, it was stated, the decre 
could not be changed except by the court. 


















Motor Act Prosecutions 


_ (Digests of statements issued by the Secretary of the Commis 
ston concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Northern Texas district, at Abilene. Leverton & Co., ¢ 
Houston, Tex., was fined $200 April 14 on its plea of nol 
contendere to an information charging it with transporting) 
property as a contract carrier, for compensation, without al 
thority, and without having minimum charges on file with the 
Commission for such transportation. The fine was paid in ful 

Southern Illinois district, at Springfield. Glenn Ballinger. 
of Pittsfield, Ill., was fined $200 and costs April 14 on a ple 
of guilty to an information charging him with transportili 
property as a contract carrier, for compensation, witholl 
authority, without minimum charges applicable to such tras 7 
portation on file with the Commission, and without havilt | 
filed evidence of approved security for the protection of ti Appl 
public as required by the Commission’s insurance rules at a 


Expr 
Unio 


Appl 
ne., 


regulations. The fine was paid in full. as 

Southern Illinois district, at Peoria. Benjamin G. Heinolif Pan 
dba Reliable Trucking Co., A. F. Meyer Manufacturing ©. ton, 
and Paul C. Hauter, all of Morton, Ill., were fined a total @§ ‘ion 


$400 April 12 on pleas of guilty to an information chargif of tl 
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: authority. The fine was paid in full. 
‘Oklahoma City, Okla., in a civil proceedings instituted by the 
"Commission, it was stated, a permanent injunction in favor of 
‘the Commission was granted, enjoining the defendant King’s 
‘Van & Storage, Inc., from transporting household goods or 
other property by motor as a common carrier, unless at the 
‘time there was in force with respect to the carrier a certificate 
‘issued by the Commission authorizing the particular transpor- 
"tation contemplated. The complaint alleged that defendant was 
‘transporting household goods to and from points not authorized 
‘by certificates issued to it by the Commission. 
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Heinold with transporting property as a common carrier, for 
compensation, without authority, without having rates and 
charges applicable to such transportation on file with the Com- 
mission Without having evidence of approved security for the 
protection of the public as required by the Commission’s insur- 
ance rules and regulations, and with failing to require his 
drivers to keep drivers’ logs as prescribed by the motor carrier 
safety regulations. A. F. Meyer Manufacturing Co., a shipper, 
and Paul C. Hauter, an employe in charge of the shipper’s 
traffic matters, were charged with aiding and abetting the 
carrier in the commission of such offenses. Heinold and Hautew 
were each fined $100, and the shipper was fined $200, all of 
which were required to be paid. ; 
Western Oklahoma district, at Muskogee, Oklahoma, 
King’s Van & Storage, Inc., of Oklahoma City, Okla., was fined 
$1,350 April 15 on its plea of guilty to an information charging 
defendant, a motor carrier of household goods, with transport- 
ing property as a common carrier, for compensation, without 
On April 17, 1943, at 





The federal district court at Chicago has fined the Culligan 


» Zeolite Company, Northbrook, Ill., and H. F. Werhane and 
'S. R. Brekhus, manager and assistant manager, respectively, a 
“it total of $1,000 for violating section 222(c) of the act by 

‘) “assisting other to obtain transportation for less than applicable 
F rates.” 
Zeolite Company and the two individual defendants were fined 


A fine of $800 was assessed against the Culligan 


$100 each, following pleas of guilty to a 25-count information. 
The alleged violations occurred in 1941 and 1942 in connection 


‘with less truckload shipments of water softening units from 
Northfield to points in Michigan, Indiana, and Wisconsin. By 
falsifying bills of lading to show that drums of water softening 
/ compound were being shipped, fourth class, rather than appli- 


cable second class, rates were charged by various trucking 
companies, which did not know of the deception, according to 
government attorneys. They said the consignee obtained the 
monetary benefit from the lower rates because the shipments 
were on a collect basis. 


AIR TRANSPORT REGULATION 


Senator Maloney, of Connecticut, has submitted to the 
Senate a resolution of the Connecticut legislature requesting 
that no action be taken by Congress on H. R. 1012 and S. 246, 
the bills proposing to amend the civil aeronautics act, until 
after the war. The resolution, among other things, makes the 
point that air line transportation represents a minor part of 
civil aviation and private flying and base operations represent 


}4major part of civil aviation whose operations are not inter- 
state in character and “therefore are of no concern of the fed- 
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| eral government,” and that the pending legislation would deny 
' to the states their inherent rights to govern within their own 
, State and would sediously jeopardize private flying and fixed- 


base operations. 


Cc. A. B. ORDERS ON DIRECTORSHIPS 


The Civil Aeronautics Board has granted authority to 
Edward B. Smith to hold the position of director of Railway 
xpress Agency, Inc., while holding a directorship and/or 
any office or offices in 22 other transportation companies, 
including Interstate Transit Lines, Union Pacific Railroad Co., 
Union Pacific Stages, Inc., Kansas City Terminal Railway Co., 
and St. Joseph Union Depot Co., among others. The board 
Ssued its order of approval in No. 856, In the Matter of the 
Applications of Edward G. Smith and Railway Express Agency, 
ne., for Approval of Interlocking Relationships. 


By another order, in No. 768, In the Matter of the 
Application of John W. Hanes and Pan American Airways, 
ne, for Approval of Interlocking Relationships, the board 
- authorized the holding by Mr. Hanes of directorships in 
an American Airways, Inc., Pan American Airways Corpora- 
tion, Missouri-Kansas-Texas Railroad Co., and Republic Avia- 
lon Corporation, and of the positions of director and chairman 
of the finance committee of United States Lines Co. 
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Airline Trafifiie 


The Civil Aeronautics Board has announced that mail 
pound-miles and express pound-miles flown by the 17 domestic 
airlines in February increased 98 per cent and 58 per cent, re- 
spectively, over the same period in 1942, although 22 per cent 
less scheduled mileage was flown. The number of revenue 
passenger-miles operated was also above that of a year ago, 
by 12 per cent. 

The airlines flew 96.4 per cent of their scheduled mileage 
in February. More than 82.5 per cent of the available seats 
were occupied by revenue passengers, as compared with less 
than 56 per cent of occupancy in February, 1942. 

The average airplane load in February was 14.3 passen- 
gers, 646 pounds of mail, and 266 pounds of express, as com- 
pared with 9.6 passengers, 255 pounds of mail, and 128 pounds 
of express a year ago. 

Statistics for February, 1943, and February, 1942, and 
12 months ended with February, 1943, and with February, 
1942, as issued by the board, follow: 


Revenue miles flown: 7,632,545 in February as against 10,050,924 in 
February, 1942; 104,989,080 in twelve months as against 137,334,575 in 
the twelve months ended February, 1942. 

Revenue passenger miles: 107,697,329 in February as against 95,- 
601,246 in February, 1942; 1,411,018,250 in twelve months as against 
1,432,655,580 in the twelve months ended February, 1942. 

Mail pound miles: 4,927,100,101 in February as against 2,564,017,979 
in February, 1942; 46,724,863,208 in twelve months as against 27,770,- 
430,369 in the twelve months ended February, 1942. 

Express pound miles: 2,027,354,154 in February as against 1,- 
284,202,246 in February, 1942; 24,808,092,434 in twelve months as against 
12,015,188,882 in the twelve months ended February, 1942. 

Revenue passenger load factor (per cent of seats occupied): 82.52 
in February as against 55.79 in February, 1942; 76.50 in twelve months 
as against 59.83 in twelve months ended February, 1942. 


AIR EXPRESS AT NEW YORK 


Air express shipments handled through LaGuardia Field, 
New York, in the first three months of 1943, weighed 52.5 per 
cent more than in the first three months of 1942, according to 
the air express division of the Railway Express Agency. The 
total for the first quarter of this year was 1,321,051 pounds, 
as compared with 866,134 pounds in the first quarter of 1942. 
Air shipments of war materials accounted for the largest part 
of the increase, the agency said. 





Air Head Condemns “Dreaming” 


An appeal to the air transport industry to stop its “day 
dreaming” was made by C. Bedell Monro, president of Penn- 
sylvania-Central Airlines, at a dinner given in Washington by 
the National Aeronautics Association in honor of the six- 
teenth anniversary of the P. C. A. 

“The public has been led to believe that the age of to- 
morrow will be an air age in which every other form of trans- 
portation will be subordinate to the airplane,” said he, adding 
that unless “facts replace fiction theer is a grave danger of 
public disillusionment which will be most harmful to a neces- 
sary sound aviation growth.” 

The air transport industry, said he, ought to recognize its 
post-war obligations including: Encouragement and develop- 
ment of private flying; to increase vastly air transport serv- 
ices at rates for passengers and cargo below present levels; 
to assume responsibility for taking over from the army, after 
victory, such military transport operations as economic rea- 
sons justified for continuance as commercial projects after the 
war so as to preserve a continuity of American flag transport 
throughout the world, and to develop all these important 
activities so as to cushion the economic impact of war termi- 
nation. 

Mr. Munro said the air transport industry, in envisioning 
our domestic airlines flying across the seven seas and all 
oceans, was quarrelling over the scraps before the dinner had 
even been brought to the table. He said the industry was 
ignoring payload—the one factor that lay between subsidy and 
profitable operation across oceans—weather, lack of bases, 
and all the other needs for economic operation of that char- 
acter. He said present aerial equipment was unsuitable for 
volume cargo handling. He predicted there would be competi- 
tion not only from rail and highway carriers but from “in- 
numerable one-man, one-airplane companies” which would 
spring up intrastate from demobilized army aviation experts. 
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Regulation was necessary to meet the situations that would 
develop, said he, adding that the result could be chaotic unless 
a government policy were set forth and adhered to regardless 
of pressure. Without the promulgation of necessary legal safe- 
guards he foresaw too rapid expansion of the industry requir- 
ing either vast subsidies or falling because of its own weight. 


Futare of Air Transport 


The view that, in the future, air transport will be the only 
means of transportation is an “almost diabolically distorted”’ 
one, but the airplane will ‘‘rank equally with other forms of 
transportation, not supplanting them, but augmenting them.” 
That was the opinion expressed by W. W. Davies, research 
engineer, United Air Lines, in an address on ‘Air Transport, 
Past and Future,’ at the spring meeting of the American 
Society of Mechanical Engineers, Davenport, Iowa. April 27. 
The future success of air transportation would “depend to a 
very major extent on the flying equipment available,” he said. 
That equipment, he said, would have to be designed to fit the 
job and, if that were done, it would “create personal and 
business travel never before possible by slower conveyances; 
facilitate exchange of ideas by personal contact; permit better 
understanding of others’ problems; help create a higher stand- 
ard of living throughout, and stimulate community of interest.” 
Trade levels would be raised, he said, ‘‘with all first-class mail, 
a large share of express and a major portion of all passenger 
business, regardless of class, using air transportation.” 

Basing his predictions on the evolution of the airplane 
since its invention, from an engineering point of view, he said 
that post-war equipment would fall into three classes. The 
first would be “de luxe passenger craft having sleeping accom- 
modations with only auxiliary baggage and mail space’; the 
second, moderate-range passenger type of craft in which the 
accomodations would be less and the passengers, in effect, 
“packed in,’ and mail and baggage space provided, and the 
third, a ‘“‘variable-load carrier,’ designed to carry either pas- 
sengers or cargo. The last would be for use “during the devel- 
opment of the air cargo market” only, to be superseded by a 
fourth type, designed exclusively for cargo transportation. 

Projecting historical trends into the future, he presented 
charts intended to show that the post-war speed of commercial 
airplanes would be around 250 miles an hour and direct flying 
costs around 15 cents a ton mile. Delays and forced landings 
would go down near the vanishing point, and elapsed time for 
the flight from New York to San Francisco would be reduced 
from the p.esent approximate 18 hours to about 12 hours. 





Short Line Wage Troubles 


Chairman Leiserson, of the National Railway Labor Panel, 
conferred in Washington April 28 with representatives of a 
group of short line railroads as to total or partial noncom- 
pliance by the lines with wage recommendations of the Pres- 
ident’s emergency board that reported last September (see 
Traffic World, Sept. 19, p. 659). That board recommended an 
increase of 10 cents an hour in the minimum wages of 36 cents 
for trunk lines and of 33 cents for short lines in effect prior to 
August 31 when the minimum of 40 cents an hour on all rail- 
roads became effective by order of the federal hour and wage 
administrator. 

The carriers represented in the conference were the New 
York, Ontario and Western, the New Orleans Public Belt, the 
Wichita Falls and Southern, the Meridian and Bigbee River, 
the Georgia and Florida, and the Addison Miller. As to Addi- 
son Miller it was stated that the issue there was classification 
of a few employes. The other carriers either partially or 
totally had not put the emergency board’s pay recommenda- 
tions into effect because, it was stated, they did not have the 
money to do so. 

Carrier spokesmen said the lines were not in the position 
of ignoring the board’s recommendations—that they would 
have made the increases effective had they had the money to 
do so. It was understood that labor representatives had been 
urging that something be done about the fact that the lines 
involved had not complied with the recommendations, and 
that Chairman Leiserson called in the short line representa- 
itves to go over the situation with them. 

In its report the emergency board said, with respect to 
contentions by certain carriers they were not financially able 
to meet increases in wages, that, except with few exceptions, 
the increases could be met without serious embarrassment. 

The board, of which Chief Justice Walter P. Stacy, of the 
Supreme Court of North Carolina, was chairman, was the first 
drawn from the National Railway Labor Panel established by 
the President May 22, 1942, in response to recommendations 
of organized railroad labor as a means of enabling labor to 


TRAFFIC WORL) §May 1. 
have a board appointed without taking a strike vote to bring § the ba: 
about the appointment of a board under section 10 of the raj. and ur 
way labor act. increas 

The President, Feb. 4, 1943, issued an executive order tha viewed 
some have construed as meaning that recommendations gf employ 
boards selected from the panel would be binding on the parties § locomc 
to the dispute. That order, however, was issued after thf rtuly ! 


report affecting the short lines was issued, and, it is pointeg the th 
out, the Stacy board’s findings may be made effectively only additic 
by voluntary action of the parties. ™ 
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Rail Wage Hearing Resumed 


After a recess of eight days, the fact-finding board Sitting 
in the non-operating rail union wage and closed shop case re. 
convened at Chicago April 28. Chairman I. F. Sharfman mage Tra 
no announcement concerning the board’s activities in the reces 
period. fs A 

Witnesses for the unions began presenting rebuttal testi.) 500 em 
mony and were expected to conclude by May 1. Chairma)) lumbia 
Sharfman said he believed it probable that the hearing wouli 
end by the middle of next week after two days of oral argv. 
ment. 

W. M. Homer, who testified earlier for the unions, took th 
stand to present an exhibit showing that in March, 1943, rail. 
road operating revenues were 36.6 per cent greater than in th 
corresponding month in 1942. Discussing the unions’ demané 
for a minimum wage of 70 cents an hour, he said the deman( 
actually amounted to only a few cents an hour for employe 
now making less than 70 cents an hour, because the union 
demands for a wage increase of 20 cents an hour for all em. 
ployes would, if granted, raise the wages of the lowest pail 
employes to within from 4 to 7 cents of the minimum requested 
He estimated the minimum wage demand would not cost th 
trunk line railroads more than approximately $1,500,000 a month 

H. P. Melnikow, recalled to testify concerning comparison} 
of wages paid to non-operating employes and to skilled anif 
semi-skilled workers in other industries, sought to show thatf 
on the basis of statistics on average weekly earnings of both} 
groups of employes, as submitted by railroad witnesses, thf 
non-operating rail workers weekly earnings had not increase} 
as greatly as had those of similar workers in other industries} 
from 1920 to 1942. 

The board did not hold sessions April 29 because of th} “ 
inability of Jacob Aronson, chief counsel for the railroads, ti) 
be present. The hearings were scheduled to resume April 3 






‘iremen and Engineers Case 


Briefs were filed at Chicago, April 29, with the fact-finding) 
board appointed to investigate the dispute between the rail 
roads and the firemen’s and engineers’ brotherhoods over pro-j 
posed changes in the wage bases and employment of additionalf 
men on diesel locomotives. The three railroad conference com-F to the 
mittees filed one 154-page brief. Donald Richberg, counsel fork 
the firemen, filed an 128-page “memorandum brief” consisting 
almost wholly of a restatement of his argument made before§ respon 
the board April 17. No brief was filed by counsel for the er- 
gineers. 

Mr. Richberg said he had tried in his oral argument tf 
“boil down” the facts and issues to those which seemed most 











Rail 
important, and felt that his brief should include only that argu the N 
ment and a few additional notes on the carrier attornies’ arguf 
ments. Counsel for the carriers, he said, had been unwilling 1 
concede any weakness in their own evidence or any justice 1 
any contention made by the firemen, and had treated ever} off 
hint of concession by himself as a full abandonment of tlt 5 ect 
propositions. The railroad attorneys had not reciprocated thi oh 
candor exhibited by himself and, in refusing to act with candorf , an 
had failed in assisting the board, said the brief. As to the calf _ 
riers’ contention that the stabilization act prevented the board 5 


from increasing some wages through changing the wage for 
mula, the brief said that practically all the firemen’s demands 
could be granted under the little steel formula. Total firemens 
wages in 1942 were $186,594,555 and the proposals, if adopted y. 
would increase firemen’s wages only 4.34 per cent annually, i § War 
said. The firemen were still entitled to a 4 per cent increa& dustr 
under the little steel formula, it said. Sale 

The railroads’ brief consisted, generally, of detailed stale} ing te 
ments elaborating arguments made orally at the hearing. A! good: 
of the employes’ requests were barred by the stabilization p!* . 
gram, it said, because the raising of substandards in living W® 
not involved. It said the demands for the employment of ext! 
men on diesels were contrary to the public policy for conservé 
tion of manpower in the war period, and were “make-work 
proposals which, if granted, would interfere with the efficiet’ 
operation of trains. The two brotherhoods’ proposals to chang 
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the basis for making wage payments would result in confusion 
and uncertainty, and, in almost all cases, in undeserved wage 
increases for employes now earning high wages, it said. It re- 
yiewed at length testimony and exhibits about the theory that 
employes should be paid more according to the productivity of 
icomotives, the theory that horsepower of diesels was more 
uly reflective of locomotive productivity than was weight, and 
the theory that safety of operations required employment of 
additional men on diesels—all of which theories were false, the 
rief said. 

Chairman Swacker said the board would complete its re- 
port at Chicago. John A. Lapp, member of the board, said he 
pelieved the report would be ready for submission to the Presi- 
dent before the middle of May. 
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nain mat Truck Wage Increases 
a ' A five and one-half cent general hourly increase for about 
ttal testi}, 550 employes of 15 companies, members of the District of Co- 
Chairmay lumbia Trucking Association, has been approved by the Na- 
tional War Labor Board Trucking Commission. It was stated 
that final decision was reached prior to the issuance of the 
“hold-the-line’”’ executive order No. 9328, of April 8. The com- 
mission found that 4.2 cents was due the employes to correct 
1|)maladjustment, under the board’s cost-of-living adjustment 
formula. It said the additional increase would equalize the 
Jjrates for regular city drivers in Washington and Baltimore, 
J and would adjust other classifications equally with the regular 
Jcity drivers’ increase. A week’s vacation wtih pay for em- 
ployes with one year or more of service, and time-and-a-half 
pay after 8 hours instead of after 9 hours, as at present, were 
weother terms of the commission’s order. The union’s request 
fora seventh holiday (Armistice Day) was denied. The hourly 
rate of regular city drivers will be 75% cents. Helpers will 
receive 63%2 cents, road drivers, $1.0442, and warehousemen, 
} 72 cents. The contract was effective as of Sept. 1, 1942, and 
# runs to August 31, 1943. 
| Drivers of “two-horse trucks” and “one-horse trucks” were 
if among the job classifications specified in a wage agreement 
J that the trucking commission approved April 24. The agree- 
| ment provides a 7-cent general hourly increase, retroactive to 
‘Jan. 1, 1943, for 1,200 New York City truckers employed by 
'42 companies, members of the Washington Market Truckmen’s 
use of th} Association. The commission found that the total increase in 
‘ilroads, ti) Wage rates for this group of employes since Jan. 1, 1941, did 
. April 30 not exceed 15 per cent and was permissible as a cost-of-living 
‘ adjustment under the “Little Steel’ formula. In calculating 
the permissible increase under the ‘Little Steel” formula, the 
commission found that average hourly earnings in January, 
» 1941, were $1.14. An increase of 5.6 cents had already been 
‘act-findingy received, leaving 11.5 cents still due under the “Little Steel’ 
n the rail formula. The increase of 7 cents, approved, the Commission 
; over pro) said, was, therefore, well within the 15 per cent limitation. 
 additional§ Drivers of a team of two horses earned $49.50 a week prior 
rence com-§ to the increase, and drivers of a wagon drawn by one horse 
counsel for earned $47.50. New rates approved by the commission for the 
' consisting§ two classifications are: $52.50, and $50.50, respectively. Cor- 
ade beforeB responding increase for truck drivers was approved. 
for the en 
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MEDIATION BOAD APPOINTMENT 


Cornelius E. Hurley, formerly with the Central Vermont 
Railway Co., has been appointed to the staff of mediators of 
the National Mediation Board. 
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I. W. C..-EMPLOYES’ STATUS 


President Roosevelt has issued executive order 9333 the 
effect of which is to continue for the duration of the war and 
six months thereafter exemption of all positions in or under the 
Inland Waterways Corporation, the government barge line 
agency, from civil service requirements. The barge line em- 
ployes never have been under civil service, but the present term 
of exemption will expire June 30, 1943. 


HARDWARE WHOLESALERS AND TRANSPORT 


Among proposals discussed in a meeting of members of the 
War Production Board’s wholesale hardware distributors’ in- 
dustry advisory committee with officials of the W. P. B. whole- 
sale and retail trade division in Washington this week, accord- 
Ing toa W. P. B. statement, was one calling for the ordering of 
goods in carload lots so as to reduce freight costs. 

“Officials pointed out,” said the W. P. B., “that it is con- 
trary to W. P. B. policy to encourage less than carload ship- 
ments when full carloads are possible. One suggestion was 
that distributors should place their orders jointly with others 
dering the same type of goods so as to make maximum use 
of transportation facilities. Distributors were also urged to 
hote on their PD-1X applications whether full carload lots of 
lss than carload shipments were intended.” 
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MicNear Testimony on Rail Labor 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, in testimony before the House military 
affairs committee April 23, denounced featherbed rules as “an 
unconscionable burden at any time” and as “treason. in time 
of war” and contended that, under the existing government ma- 
chinery for settlement of rail labor disputes, railroad manage- 
ment was virtually at the mercy of the rail labor unions. 

He testified in support of H. R. 2239, a bill to prohibit 
wasteful labor practices in time of war. He said he appeared 
before the committee in response to a telegraphic invitation 
from Representative May, of Kentucky, chairman of the com- 
mittee. 

At least 1,000,000 able-bodied, willing workers are today 
wastefully employed through the operation of featherbedding 
practices,” he said. 

He charged that the Office of Defense Transportation, since 
the taking over of operation of the Toledo, Peoria & Western 


‘in March, 1942, had inaugurated featherbedding on that rail- 


road and had thus increased ‘wasteful personnel,” thereby 
setting ‘a poor example” at a time when other government 
agencies were “searching for ways and means to develop man- 
power and to conserve critical equipment and materials.” 

“I do not say, of course, that unionism is all wrong or that 
the termination of featherbedding is the solution of all of our 
internal problems,” he said. ‘I merely say that labor racketeer- 
ing has gone too far, that the wastes of the featherbed rules 
are seriously interfering with the vigorous prosecution of the 
war, and that the elimination of these wastes would be a big 
boost to our national morale.” 

Mr. McNear said the workers themselves did not want 
featherbedding in these times; that they realized that it was 
unpatriotic, under war conditions, but that they were helpless 
“because they are dominated by able and aggressive labor 
— racketeers whose primary interest is collecting union 

ues.” 

“The government itself,” he continued, “has encouraged 
this scandalous development, influenced as it is by the political 
domination of the national labor leaders, who have so much 
to say here in Washington. I have witnessed this in our own 
experience. . . . Judging by these experiences, I feel certain 
that the executive departments of the government, who might 
be said to have such matters within their jurisdiction, will do 
nothing to terminate this appalling racket. It is only to the 
Congress that the people can appeal for necessary correction 
of these evil practices; and it is only through a mandate of 
Congress, such as the passage of the Smith bill (H. R. 2239), 
that this tremendous reservoir of manpower can be made im- 
mediately available for vital work... . 

“The full nature and present effect of all the featherbed 
rules has never been disclosed. The veil of secrecy has been 
well drawn. Now and then something has been said about 
some ridiculous rule and its effect. On two occasions in recent 
years, two emergency boards, appointed by President Roose- 
velt, have recommended that the matter of the ‘rules be in- 
vestigated. Nothing ever came from these recommendations.” 

He said the public had been led to believe that the measure 
of the featherbed rules was the item of “time paid for but not 
worked,” but that it was not the whole story. Such rules, he 
said, not only required wasteful employment of many unnec- 
essary men, but also required wasteful use of motive power 
and other equipment, caused waste of fuel, lubricants and 
“other critical materials,’ and caused delays to the service. 

The witness recommended amendment of H. R. 2239 by 
specific application of its provisions to transportation and by 
inclusion in it of the following provision: 

All existing working rules, contract provisions, trade practices, or 
usages, by-laws, or state or federal laws, which in any way interfere 
with the effective utilization of manpower, equipment, or materials, 
or otherwise interfere with the prosecution of the war, are hereby 
set aside and shall be of no further force and effect. 


He quoted from a report by a Senate committee on man- 
power, issued Nov. 12, 1942, a recommendation that confer- 
ences be arranged with labor and management and local and 
state officials ‘‘to obtain suspension or revision of working 
rules, contract provisions, or trade practices or usages, or 
statutory provisions that act as a curb on production,” and 
added that that report had received favorable editorial recep- 
tion. 

Mr. McNear told the committee that sworn statements 
filed by the O. D. T. with the Interstate Commerce Commis- 
sion, relative to train and engine service employes on the T. P. 
& W., showed that in four months in 1942 the O. D. T. in- 
creased the number of such employes 48.8 per cent and in- 
creased the total hours on duty 19.4 per cent “to produce only 
3.3 per cent more train miles than during the same four 
months in 1941.” He added that analysis of these O. D. T. 
statements showed that man days a 100 train miles increased 
44 per cent and that compensation by the train mile rose 31 
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per cent. He averred that when the railroad was operated 
without featherbed rules it had been conclusively demonstrated 
that a smaller number of better paid employes could success- 
fully operate the road, provide more service and use less equip- 
ment and materials than at any other time. The President’s 
order, with respect to taking over operation of the T. P. & W., 
said Mr. McNear, did not require Director Eastman of the 
O. D. T. to inaugurate the featherbed rules on that road. He 
stated that although the rules established under government 
operation eliminated some overtime, “Mr. Eastman’s state- 
ment that ‘no additional personnel will be required’ is quite 
erroneuos.” 

Some of the featherbed rules now in effect, he continued, 
were based on operations as they existed years ago and had 
been drawn up by practical operating men, unaided by lawyers. 
The National Railroad Adjustment Board, he charged, had 
taken advantage of “technicalities arising from inexpert drafts- 
manship” to decide “case after case” against the railroads, in 
making interpretations of the rules. r 

“By such quasi-judicial procedure,” he continued, ‘the 
brotherhoods and the adjustment board have forced the rail- 
roads to accept rule interpretations which the railroads never 
anticipated and to which they would never have consented in 
direct negotiations, and to pay tremendous amounts in ‘back 
pay’ to employes directly affected by the adjustment board’s 
decisions. The act under which the adjustment board was con- 
stituted does not provide any means for the railroads to seek 
judicial review of such decisions. The only remedy available 
to a railroad is to decline to comply with the decision and 
await action by the brotherhoods. The brotherhoods can then 
seek court action to enforce compliance, or take a strike vote. 
The brotherhoods usually have resorted to the strike vote and, 
when so threatened, the railroad involved usually has felt 
obliged to comply with the decision.” 


One of the rules that had been in controversy on the T. P. 
& W., before its operation was taken over by the O. D. T., 
he stated, was “the ancient rule which provides that a run of 
100 miles, by a road crew in freight service, constitutes a 
day’s work.” He added: 


That rule originated on some of the roads some time prior to 1885, 
when freight train operations were much slower than they have been 
in recent years. In 1925, just prior to the foreclosure sale, our ration 
of freight train miles per train hour was 9.1 miles per hour. During 
the period 1926-1940 we spent more than $3,100,000 to improve our 
roadway and motive power so we could run our trains faster. We put 
in heavier rail and bridges, installed signaling at grade crossings to 
eliminate unnecessary stops and purchased faster locomotives. In 
1940 our average train speed had increased to 19.1 miles per hour. The 
substantial expenditures which we had made, as well as changes in the 
character of our business with less local traffic, were responsible for 
these faster average speeds and the consequent shortening of the day’s 
work for road crews. With the smoother roadway, better equipment 
and stoker fired locomotives, employe effort had actually been lessened. 

It is obvious that even if the 100 mile day had not become obsolete 
prior to 1925, it surely did become obsolete as the proper measure of a 
day’s work during the period 1925-1940, because during that compara- 
tively short period of time the average freight train speed more than 
doubled, from 9.1 to 19.1 miles per hour. Moreover, competing forms 
of transportation were basing their operations on a modern standard 
of production during a working day. They were not tied down to a 
measure for a day’s work that was inaugurated fifty years ago. 

However, the organizations representing our men wanted 
standard of featherbed rules. 


One of these featherbed rules requires that all work in railroad 
terminal areas throughout the country, where yard crews have been 
established, be done solely by yard crews, unless the railroad pays 
severe penalties. For example, if a road crew is asked to expedite 
the service by setting out or picking up a car while en route through 
a terminal area in which yard engines are used, the road crew must 
be paid another full day’s pay at yard rates for the 10 minutes of work 
thus performed and, in addition, the members of the yard crew, who 
were not working that day but who stood next in line for duty, must 
be paid a full day’s pay for the work they did not do. 


These rules also make it difficult to eliminate intermediate ter- 
minals, originally spaced about 100 miles apart when 100 miles was 
a fair day’s run, because of the continuing requirement that crews 
be changed at such intermediate terminals. These requirements cause 
serious delays to through movements. Movements of high class and 
perishable freight have averaged only about 15 miles per hour from 
coast to coast, although the trains actually run considerably faster, 
many of them from 40 to 50 miles per hour. The time taken in ter- 
minal areas and at intermediate terminals is responsible for much of 
the delay. 


the 


Question of “Right to Manage” 


Representative Johnson, of California, referring to Mr. 
McNear’s proposal to outlaw wasteful working rules, etc., asked 
whether the plan was that management would determine 
whether such rules and practices were “hampering the proper 
operation.” Mr. McNear said that there might be some appeal, 
but added that “after all, this country has come a good long 
way by having management run its business” and that “if you 
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restore the right to manage to industry you will find a grey the idea 
improvement.” na uni 

“I do not believe that these two-headed systems work ver Bindividu 
well,” he continued. “Somebody has got to be responsible, anj § »ntend( 
if you leave it up to industry, let us say the board of directors Bess wo 
and management of every company, that it is up to them tp 
produce, I think you will get results.” 









Representative Sparkman, of Alabama, wondered if Mp 943 
McNear would do away with the National Mediation Boar 
but the witness indicated that that was not the intention. \y 
Sparkman said it seemed to him that the McNear plan wou); The 
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“throw out all these various agencies,” and added that he ly. 
lieved the agencies that were functioning for the railroad jp. 
dustry had been “the most successful and accessible of jj 
these government agencies.” 


What had happened, Mr. McNear replied, was that “ting 
after time these questions are brought before a board like th 
National Railroad Adjustment Board and the managemen made 
loses out every time.” Peace reigned on the railroads becaug ay 
management was obliged to give in at every turn, he said, "72%" 


Answering another question, Mr. McNear said he did nq) aa 
propose abilition of the collective bargaining idea. Mr. Spark nlete re 
man said he agreed that “every bit of featherbedding oug ae put 
to be stamped out,” but that he thought featherbedding haji w he 
developed out of agreements between management and labo} fe es 
Mr. McNear said the featherbed rules developed primarily jj a es} 
the period of government control in the first world war anj wa b 
had been fostered by labor laws. System associations of shop} seimat 
craft employes had done away with such rules “after th i lat 
shopcraft strike,” he stated. Discussing the train and engin a S 
service; he said: ~ 
loading 
1942, 2 
in the 
ing tak 
Relati 


If 100 miles was the measure of a day’s work in 1885, it is cer 
tainly not a fair measure of a day’s work in 1943. Think of the im 
provements that have been made. What other industry has the sam 
measure of a day’s performance that was in effect 50 years ago?..,, 
There has been one interpretation after another by the National Rail} 
road Adjustment Board that have fastened wasteful practices on they 
railroads they never thought would be fastened on them. What ca} 
the railroads do? ... : 

We had one case before that board, and we had no chance at al 
The board decided against us, so after the decision came out the 
said, ‘What are you going to do?’’ We said, "‘NotHing.’’ They talke p92 
about a strike. We said, ‘‘Well, if you have to strike, you have ti) a 
strike.” But they did not strike. There was no reason for it. It ip te -- 
just a big game of bluff, that’s what it is. They they had two yeas} Ma -- 
in which to bring this case of ours into court under the law. The} Apr. .. 
never took us into court. p May .. 

But with other railroads, the threat of a strike—take some of thes? June .. 
big roads when a car of freight may be on their line for five daysm YY -: 
They say that they cannot afford to have the threat of a strike. Sw Aug. 
pose that the word got out among the shippers that there was a strike Sept. . 
vote taken on this railroad. Shippers would divert their traffic away) Oct, x 
from that railroad and they would lose. So the railroads have to Nov, « 
give in. . . . They have paid millions of dollars in back pay... / - é 
Jan. . 
Feb. . 
Mar. . 

You take a freight train that starts from the Chicago terminal.§ 
It goes down the line here about 120 miles. Perhaps it takes threep Est 
hours . . . to make that run. Then what are they going to do? The T 
train stands there while an engine from the yard goes away back t) Bavera; 
the end of that 100-car train and takes off the caboose because the met 
who had come that little distance have their own caboose and thelg = 
caboose must be taken off and the other caboose for the next crewf 
is put on. Now is that the way to get traffic from one side of this Rey 
country to the other? . . . The 120 miles in this particular case is # 
the end of the division, and the railroad would be penalized if it rap R 
that crew through that division. . . . The caboose goes with the crev » 794,19 
That is one of the rules that they have. roads. 
| week, 
Mr. McNear averred that the labor union business W4&§ of 194 
one of the best in the United States, and that it took in 30 tf ing y 
40 million dollars a month without being accountable to anyf servic 
body. He charged that Judge Benjamin Hilliard, of Coloradof 
who had been designated by the War Labor Board to serv 
as mediator in the T. P. & W. labor dispute, had no knowl 
edge of the railroad business and that his decisions as refeteé 
in 120 cases before the railroad adjustment board showed that 
“all he wanted to do apparently was to give the verdict to tht 
brotherhoods.” The history of the latter board showed, lf 
said, that referees appointed by it had been “in the gred 
majority of cases ... very pro-labor.” He said there was of p 
case in which the brotherhoods, on learning that the referé po et 
would decide in favor of the railroads, withdrew their ca} >. ¢ 

Chairman May asked whether supervisory personnel ougt 
to be organized and belong to the same union the workel 
belonged to. Mr. McNear said he did not think so; that ? 
supervisor or foreman was a part of management. Asked ! 
comment on the idea of a separate union for foremen, he sa 
he could see no reason for such a union and indicated thé 
its purpose would be to get higher wages or that it might & 


On the subject of delays due to featherbed rules, Mil 
McNear said: 
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1 a grea fixe idea of “a business genius.” A plan of having everybody 


i, a union would not work; the way to get a job done was by 




































york ver Pindividual enterprise and private initiative, he averred. He 
sible, anjfntended that a man who had his money invested in a_busi- 
irectors Fess would, if he were “‘smart,” take good care of his employes. 
| them to ee ee 

e e 
d it (1943 Traffie Underestimated 
nm Board (Railway Age, April 24*) 
tion. Mr 


The “official” forecast of railroad freight traffic for 1943 
was—and still is—that tons carried one mile will run only 
about 10 per cent above 1942. Indications are, however, that 
the actual increase in freight traffic this year is exceeding the 
estimate by not less than 150 per cent. ; ‘ 

As allocations of materials for the construction and main- 
tenance of railroad rolling stock and other facilities have been 
made on the basis of the minimum with which they might 

squeeze by, it is obvious that the excess of actual traffic de- 
‘mands over the estimates may lead to serious consequences. 

’ Definite statistics on freight ton-miles are not obtainable 
Huntil about 2% months after a month’s close. The latest com- 
plete report now available is for January. Carloading figures 
Nare published each Thursday for the preceding week; but they 
now have little significance when compared with carloading 
figures for earlier periods, because the average load per car, 
Nand especially the average distance freight has to be hauled, 
have been rising so rapidly. By using current carloadings to 
estimate ton-miles, however, on the basis of the figures for 
the latest months for which both carloading and ton-mile 
figures are available, it is possible to arrive at a pretty accurate 
estimate of current ton-miles. The relationship between car- 
joadings and revenue ton-miles during the twelve months of 
1942, and estimates based upon it of the ton-mileage handled 
as the samfiin the first three months of 1943, are shown in the accompany- 
S ago? .. Bing table: 
tional Ralf} Relationship Between Carloadings and Revenue Ton-Miles 
es on they % Rela- 

Wat oo Avg. Monthly _ tionship 
Ton-Mi. per of Ton-Mi. 
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Avg. Weekly Rev. Ton-Miles Weekly per Carload 

he out the » 1942 Carloadings (000) Carload Jan., ’42 = 100 
They Rag .........<.00 771,655 42,962,302 55,675 100 
pee EE .......<<. 00000 780,693 40,810,773 52,275 94 
eit —«-(é« CN 792, 860 48,255,531 60,862 109 
ee ET, ., ., ..<<0<0e. 837,760 49,997,495 59,680 107 
ee , .....-.-..0 834,143 54,270,231 65,061 117 

June 846,442 53,852,328 63,621 114 
mgs «= (ts RONEN 830,392 56,956,174 68,589 123 
ie WO Oe |... ...c cece 870,190 58,626,310 67,372 121 
strike. | SUE cont, 58,155,496 66,394 119 
was 8 sty 62,160,196 68,882 124 
trate Ss 56,958,793 70,405 126 
ads have © 55,030,990 77,660 139 
E pay. .8 

; 55,120,900 77,946 140 
rules, Mri Tt 53,100,000  ...... oe 

Wer. ........... 20, 768,356 60,000,000* 


go terminal.§ 








takes thre * Estimated. alias . 
to do? The The most important factors, probably, in increasing the 
way back w average ton-mile output per freight carload have been two 
tuse the met 
e next cree ° e 
side of ti) Revenue Freight Loading 
s a , 
yee Revenue freight loading the week ended April 24 totaled 
ith the crev§, 794,194 cars, according to the Association of American Rail- 
toads. This was 13,286 cars or 1.7 per cent above the preceding 
Week, 67,163 cars or 7.8 per cent below the corresponding week 
isiness Wé§ of 1942, and 72,567 cars or 10.1 per cent above the correspond- 
ok in 30h ing week of 1941. Statistics prepared by the A. A. R. car 
ble to alyf service division follow: 
f Coloradof 
rd to nt 
= eo Grain and Live 
} as rele grain prod. stock Coal 
howed thal 1943 45,216 15,156 164,978 
rdict to th Ptotal all roads ............-..+- 1942 35,677 13,785 169,662 
showed, lt 1941 33,763 12,540 39,440 
. the great § Preceding week April 17......... 1943 42,589 15,154 170,024 
‘re was om Per cent increase over............ 1942 26.7 9.9 
the refere§ Pt cent decrease under.......... 1942 2.8 
their case}. cent increase over............ 1941 33.9 20.9 318.3 
1 ough! Per cent decrease under.......... 1941 
oggeies (1943 799,585 226,732 2,868,022 
he workel} cumulative 17 weeks to Apr. 24 41942 648,869 199,151 — 2,680,916 
so; that # (1941 547,037 185,292 2,163,415 
. Asked Per cent increase over...........- 1942 23.2 13.8 7.0 
en, he said cent decrease under.......... 1942 
licated thal Per cent increase over............ 1941 46.2 22.4 32.6 
it might b Per cent decrease under.......... 1941 


Per cent to 15 year average, 110.7. 
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mandatory orders issued by the Office of Defense Transporta- 
tion during 1942—one, going into effect in May, prescribing 
minimum loads for 1. c. 1. cars, and the other, effective 
in November, prescribing minima for cars moving at carload 
rates. These two factors—plus the increasing length of haul 
per car—helped increase the revenue ton-mile output per 
carload by 39 per cent during 1942. 

Revenue ton-miles in January, 1943, totaled 55 billions, an 
increase of 28 per cent over January, 1942. Average carloadings 
weekly in February and March were 763,910 and 768,356 
respectively. Multiplying these two averages by the actual 
average of 77,946 ton-miles per car loaded in January this 
year produces an estimate of 53 billion ton-miles in February, 
a short month, and of almost 60 billion in March—making an 
estimated 168 billion ton-miles in the first quarter of 1943, or 
an increase over 1942 of 27 per cent. 

Railroad traffic, as measured in ton-miles, increased 28 per 
cent from March to October last year—as was observed in our 
last week’s issue. Since car shortages have already appeared 
with traffic at its present level, it seems clear that even a 
much smaller seasonal increase this year may cause a trouble- 
some situation. 

The estimate of probable railroad traffic this year was 
based on government forecasts of goods to be produced and 
moved. Results indicate that these government estimates have 
erred dangerously on the conservative side; and that the au- 
thorities who allocate materials—by the chances they have 
taken in allowing the railroads quantities only barely sufficient 
to meet needs which now appear to have been gravely under- 
estimated—threaten to present the nation with a transportation 
condition which would have very adverse effects on production. 

Prospects of the railways being able to meet peak demands 
next fall are not good. Prospects that if the war continues they 
will be able to meet demands in 1944 are worse. Railway man- 
agements should be making much greater individual and con- 
certed efforts to get more equipment and materials. They 
should place definite orders now for all they expect to need, 
and thus make sure that full responsibility will rest elsewhere 
if they do not get it. 





* Though we do not necessarily agree with these Railway Age figures 
and they do not agree with “‘official’’ estimates, nevertheless, Railway 
Age is the organ of the railroads and its editor has something of a 
reputation as a railway statistician and is on the payroll of the western 
railroads in a ‘‘public relations’’ capacity. We, therefore, print his 
figures for what they may be worth.—Editor The Traffic World. 


1942 Claim Totals 


Freight claims paid by member railroads of the freight 
claim division, Association of American Railroads in 1942 
totalled $33,336,656 as against $23,438,536 in 1941, according 
to figures compiled by the division. 'The increase was 42.2 
per cent. Claims paid for loss and damage of less carolad 
freight went up 61.9 per cent, from $6,515,871 to $10,551,602, 
and on carload freight, 34.6 per cent, from $16,922,665 to 
$22,785,054. 

Classified as to causes, the heaviest increase in the amount 
paid was for unlocated damage to freight in packages, from 
$8,615,770 to $13,194,833. While that was the heaviest increase 
stated in dollars, the percentage increase of 53.1 was exceeded 
by payments for loss of entire package, 116 per cent; concealed 
loss, 77.9 per cent; damage caused by delay, 65.5 per cent; 
flood, fire and marine, 60.7 per cent, and theft of entire pack- 
ages, 59.2 per cent. 

Other percentage increases included, unlocated loss from 
unpackaged freight, 16.8 per cent; improper handling in trains, 
yards, etc., 32.2 per cent; concealed damage 38.6 per cent; 
train accidents, 34.8 per cent; defective equipment, 15.8 per 
cent; unlocated loss from bulk or packages, 41.3 per cent; 





Revenue Freight Car Loading—Week Ended Saturday, April 24 


Forest Mdse., 

Coke Products Ore L.C.L. Miscellaneous Total 
14,533 43,189 35,383 98,566 377,173 794,194 
14,045 51,260 70,911 123,586 382,431 861,357 

9,141 40,432 75,385 161,983 348,943 721,627 
14,932 41,404 21,629 98,285 376,894 780,908 

3.5 
15.8 50.1 20.3 1.4 7.8 
59.0 6.8 8.1 10.1 
53.1 39.2 
254,167 664,773 284,628 1,576,976 6,121,285 12,796,168 
239,521 113,247 427,990 2,417,047 6,120,457 13,507,198 
217,689 655,876 383,669 2,611,340 5,416,297 12,180,615 
6.1 01 
14.0 33.5 34.8 5.3 
16.8 1.4 13.0 5.1 
25.8 39.6 
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errors of employes, 31.0 per cent; freezing or heating failure, 
10.4 per cent; thefts, other than entire packages, 8 per cent, 
and improper refrigeration or ventilation, 14.5 per cent. 

Analyzed by commodities, the largest claim bill was paid 
on manufacturers and miscellaneous articles, with a 1942 total 
of $7,628,263, which was 22.9 per cent of all claims paid in the 
year and 43.2 per cent higher than 1941. Next on the list was 
new furniture, on which claims paid in 1942 totalled $3,379,463, 
or 10.1 per cent of the total, and 46.6 per cent higher than 
1941. Other heavy increases, stated in percentages, included 
fresh fruits, citrus fruits, 43.3 per cent; products of agriculture 
(excluding grain, flour and mill products, fresh fruits and vege- 
tables), 130.8 per cent; live stock, 55 per cent; meats, packing 
house products and dressed poulty, 53.3 per cent; eggs in shell, 
42.7 per cent; other animals and products, except fertilizers 
and materials, 182.6 per cent; petroleum oils, 41 per cent; dry 
goods, clothing and textiles, 94.3 per cent; canned food in tin 
or glass, 73.8 per cent; glass and glass articles, 188.3 per cent; 
crockery, earthenware and chinaware, 55.9 per cent, and ale, 
wines, beers, alcoholic liquors and mineral waters, 125.2 per 
cent. The only decreases noted were on stoves, ranges and 
parts, enamaled, 24.1 per cent; agricultural implements and 
parts and horse-drawn vehicles and parts, 4.1 per cent; auto- 
mobiles, trucks, tractors, tires, parts and accessories, 14.4 per 
cent, and miscellaneous charges, .3 per cent. 

Claim ratios for the year 1942 did not rise as much as claim 
payments, due to fact that there was an increase of 33.7 per 
cent, from $4,447,568,333 to $5,944,742,473, in freight revenue. 
The figures are only for the United States member railroads of 
the freight claim division, and the revenues do not include 
switching revenues. Based on them, the ratio of loss and 
damage payments to revenues was .54 per cent in 1942, as 
compared with .5 per cent in 1941, an increase of 8 per cent. 
Canadian member railroads of the division showed an increase 
in freight revenue, excluding switching revenue, of $502,000,000, 
or a 19.1 per cent over the $421,407,313 of 1941, and an increase 
from .27 per cent to .28 per cent in the ratio of loss and 
damage to revenue. The division’s compilations note that the 
Canadian figures are “subject to revision.” 

The United States railroad members of the division per- 
formed a total of 638,069,444,000 ton miles in 1942 as compared 
with 475,053,822,000, in 1941, an increase of 34.3 per cent. 
Claims paid for each 1000 ton-miles amounted to 5.02 cents in 
1942 as compared with 4.68 in 1941, an increase of 6.77 per cent. 


Truck Loadings 


Freight transported by motor carriers in March aggregated 
1,431,554 tons, an increase of 13.6 per cent over the February 
tonnage of 1,259,827 and an increase of 21.1 per cent over the 
March last year tonnage of 1,181,982, according to reports 
received by the American Trucking Associations from 186 
carriers in 38 states. 

“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the 
3-year period of 1938-40 as representing 100, was 195.3,” says 
the A. T. A. “The February index was 164.58. 

“Slightly more than 90 per cent of all tonnage transported 
in the month was transported by carriers of general freight. 
The volume in this category showed a 13.7 per cent increase 
over February and a 21.7 per cent increase over March of 
last year. 

“Transporters of petroleum products, accounting for a lit- 
tle more than 5% per cent of the total tonnage reported, in- 
creased 17.1 per cent over February, and 28.3 per cent over 
March, 1942. 

“Haulers of iron and steel products reported a little more 
than one per cent of the total tonnage. The volume of these 
commodities showed a slight increase of 0.7 per cent over 
February, but decreased 4.6 per cent under March of last year. 

“Approximately 3 per cent of the total tonnage reported 
was miscellaneous commodities, including tobacco, milk, textile 
products, coke, bricks, building materials, cement and house- 
hold goods. Tonnage in this class increased 11.8 per cent over 
February, and 7.4 per cent over March,’ 1942.” 


W. P. B. ROLLING STOCK CONTROL 


Shortages of steel had resulted in allowance by the War 
Production Board of only about 60 per cent of the steel re- 
quested by the Office of Defense Transportation for railroad 
rolling stock for the third quarter of this year, and in sub- 
stantial reductions in steel authorizations for five other gov- 
ernment claimant agencies, H. G. Batcheller, director of the 
W. P. B. steel division, announced in the course of an address 
April 29 before a conference of the national open hearth com- 
mittee and the blast furnace and raw materials committee of 
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the American Institute of Mining and Metallurgical Eng. 
neering. 

He said the steel-consSuming claimant agencies other 
the O. D. T. were the army, the navy, the Lend-Lease Admin. 
istration, the British Supply Mission, and the Maritime Con. 
mission. 

The O. D. T. had asked for 2,233,015 tons of steel for the 
railroads and had been allotted 1,350,000 tons for the thir 
quarter of 1943, he said. The amount granted to the Mariting 
Commission was about 20 per cent less than the amount rp. 
quested, and the navy had obtained 80 per cent of the carbo 
steel and 84 per cent of the alloy steel that it had asked fq 
he said. The reduction in the steel allocation for the railroag 
had been made, he observed, “regardless of what happens t 
their equipment in the next nine months.” 

“This fall, since we cannot expect the railroads to cop. 
tinue passing miracles indefinitely in meeting the ever-rising 
traffic demands,” he said, “the railroads are going to be j 
much greater trouble. Their equipment is wearing out. The 
are being pushed far beyond the limit of performance whic! 
can be reasonably expected. . . . They will have to get along# 


CAR SURPLUS REPORT 
U. S. railroads reported an average daily surplus 4 
35,103 freight cars for the week ended April 24. according { 
the car service division of the Association of American Rail 
roads. It was made up as follows: Plain box, 14,737; auj 
box, 1,513; flat, 1,006; gondola, 3,689; hopper, 2,639; ap 
miscellaneous, 11,519. 


Potato Service Order 


_ In service order No. 119, effective April 26, the Commit 
sion, by division 3, placed under permit the movement @ 


potatoes from the state of Maine. The material part of thp 
order follows: : 


It appearing, That Acting Director Jesse W. Tapp of the Fo 
Distribution Administration of the Department of Agriculture by Fu§ 
Distribution Order No. 49, Title 7—Agriculture, Chapter XI—Food Di 
tribution Administration, Part 1405—Fruits and Vegetables, Restriction: 
Relative to Irish Potatoes, §1405.4, issued April 13, 1943, effective Api 
15, 1943, 7 F. ®. 4859, has ordered that ‘‘No person may ship from ty 
State of Maine, * * *, any Irish potatoes until after such person hip 
applied to the Director and received from him a permit to ship th 
respective lot of Irish potatoes’’; and that the Director of the Officp 
of Defense Transportation has requested this Commission to take such 
action as it deems necessary; the Commission is of the opinion thé 
an emergency exists requiring immediate action; 

It is ordered, That: 


Title 49—Transportation and Railroads 
Chapter I—Interstate Commerce Commission 3 
Subchapter A—General Rules and Regulations ; 
Part 95—Car Service 

§ 95.10 Movement of potatoes from the state of Maine under pe! 
mit. Effective at once and until further order of the Commission, 1 
common carrier by railroad and no common or contract motor carriel 
subject to the Interstate Commerce Act shall accept or move Iris 
potatoes from the state of Maine, in carloads, less-than-carloads, 0! 
truckloads, or less-than-truckloads, as defined in Food Distributio 
Order No. 49, 7 F. R. 4859, effective April 15, 1943, except upon preset 
tation of a permit from the Director of the Food Distribution Adminis 
tration provided for in Food Distribution Order No. 49 or amendment 
or reissues thereof. (40 Stat. 101, sec. 402, 41 Stat. 476, sec. 4, 54 Stal 

901, 56 Stat. 176; 49 U. S. C. 1(10)-(17)). 


FREIGHT COMMODITY STATISTICS 


Class I steam railways originated 1,421,323,374 tons ' 
revenue freight and had freight revenues totaling $6,196,140,% 
for the year 1942 as compared with 1,227,675,897 tons 4 
revenues of $4,624,692,524 for the year 1941, according to 
Commission compilation of freight commodity statistics 
those roads, showing the number of tons of revenue frelg 
originated and freight revenue, by groups of commodities, 1% 
compared with 1941, statement Q-500. 

Tons of freight originated for 1942 as against 1941, I 
spectively, were shown as follows: 


Products of agriculture, 117,316,391 and 100,172,666; animals 4 
products, 20,619,562 and 16,810,149; products of mines, 799,306,528 a 
679,676,206; products of forests, 84,032,457 and 70,569,154; manufactul® 
and miscellaneous, 361,435,565 and 328,349,755; and all less-carl0é 
freight, 17,575,470 and 18,091,005. 


Freight revenues for 1942 as against 1941, respective) 
were shown as follows: 







Products of agriculture, $708,639,628 and $586,771,119; animals 2 
products, $245,548,993 and $187,273,454; products of mines, $1,619,484." 
and $1,264,054,910; products of forests, $387,899,309 and $307,947") 
manufactures and miscellaneous, $2,666,291,398 and $1,891,290,212; 
all less-carload freight, $338,995,413 and $306,714,450. 
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Jeffers and Rubber Program 


ther than The Traffic World Washington Bureau 
e Admin. With the two principals in the cast of characters yet to be 
ime Com.§ heard, the Truman committee of the United States Senate this 


week presented the first act of a “dramatic production” in the 


el for the form of an investigation of charges made by Undersecretary 
the thin patterson, of the War Department, to the effect that so-called 
Maritime§ “over-riding” priorities obtained by Rubber Director Jeffers 
nount ref for his synthetic rubber program had resulted in a shortage of 
he carbo, high octane gasoline for war planes (see Traffic World, April 
asked for 4, p. 997). 
_Yailroag The Truman committee—the Senate’s special committee 
AaPPens tif investigating the war program—heard testimony by Chairman 
Nelson of the War Production Board, April 27, and by Petro- 
Is to conf jym Administrator Ickes and Undersecretary Forrestal of the 
"Ver-Tising&® Navy Department, April 28. Senator Truman, of Missouri, 
to be it chairman of the committee, then announced that the committee 
out. The would hear Mr. Jeffers on May 3 and Undersecretary Patterson 
nce whic} on on the following day. 
et along : Scrutiny of the testimony offered by Messrs. Nelson, Ickes 
© and Forrestal showed nothing reflecting discredit on Mr. Jeffers 
} or his program. Criticism was directed, instead, against the 
surplus @ army, for alleged slowness in determination of its high octane 
Cording tf gasoline requirements; and Mr. Ickes and Mr. Forrestal ex- 
rican Rail} pressed dissatisfaction with the past operations of the War 
1,737; aul Production Board and laid at its door the “blame” for the 
2,639; anfi over-riding priorities (in favor of the rubber program) to 
» which they objected. 
4 Mr. Nelson began his testimony with the assertion that 
) the present production of high octane gasoline was the result 
| of action taken 12 to 15 months ago and that, therefore rubber 
e Commi! program directives issued last December and January could 
vement gf have no bearing on the present supply of such gasoline, He said 
art of th the controversy under investigation by the committee had been 
) aptly described as ‘a clash of personalities.” He objected to the 
| idea of use of newspapers by government agency officials as out- 
of the Fo jets for their grievances, adding that grievances about allocation 
sa of war production materials should be brought to his office and 
Restricting, that he had the authority to make the decisions on such 
fective Api matters. ; : a , 
hip from typ “Any indulgence in personal rivalry in time of war is out 
1 person hie of place,” he said. 
to ship thf He explained that the W. P. B. was handling five “must” 
of the Of programs: (1) escort vessels; (2) planes; (3) high octane 
opinion thay gasoline; (4) rubber, and (5) merchant ships. Trying to make 
decisions on their relative importance, he said, was like trying 
to decide which was more necessary for the human body—air 
or water. He said that in making the decision to ‘‘schedule” 
ion > the components necessary for 43.3 per cent of the synthetic 
» rubber program projected by the Baruch committee report (or 
| 55 per cent of the Buna S capacity sought) and requested by 
™ Mr. Jeffers, he felt that “if we did not have rubber we could 
le under : 


not bring food in from the farms, materials and equipment to 
and from many war plants, workers from homes to factories.” 
The facts showed, he said, that in the last months of 1943 ‘‘we 


mmission, ni 
motor carriel 






r move Irist - 

-carloads, of Would come dangerously close to exhausting our rubber supply.” 
Distributing’ The authorized part of the rubber program, he continued, was 
upon pres designed to take care of “absolutely essential rubber needs,” 

tion Admini primarily tires for busses, essential passenger cars, and trucks. 

| amendmett “We often don’t realize how dependent we are on rubber,” 
rc. 4, 54 SE he said. “As important as 100 octane gasoline is, it is still in 

my belief more important to have enough rubber to keep the 
| civilian economy going. If I had it to do over again, I would 
make the decision precisely as I did then. . . . Until we get 

374 tons } enough synthetic rubber we won't get a satisfactory heavy duty 

6,196,140,5% tire... . The Baruch committee warned that when we got 

47 tons a below a crude rubber reserve of 200,000 tons for all the United 

ording t0§ Nations we would be at the danger point. ...I think we'll 

statistics 4 come close to the 200,000-ton minimum in the last quarter of 
enue frelg this year. ... 

jodities, 14 “Shortages of truck tires are causing us trouble all over 
+t 1941, the country. . . . Military truck programs have had to be cut 

st down. .. . Without rubber in this country we would have 

absolute disaster. The 100 octane gasoline program has been 
animals 4§ held back more than the other ‘must’ programs because of the 

99,306,528 “rubber directive, but the dire results that were predicted have 
man not happened.” 

1 As to reports that fighter planes had been grounded be- 

cause of a lack of high octane gasoline, Mr. Nelson said that 
respectivelf that situation had been caused by maldistribution rather than 
by a shortage of such gasoline. He offered to elaborate on that 

. animals a ‘Statement in a closed session of the committee. Such a session 

’ ¢1,619,49%§ 8S held the afternoon of April 27. 

1 $307,944.78 Mr. Nelson said that the old National Defense Advisory 





11,290,212; 4 Commission had made recommendations, in July, 1940, for 


creation of a stockpile of high octane gasoline, but that a con- 
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troversy over that proposal had ensued and had continued until 
April, 1941. He said the army’s first estimates of high octane 
gasoline requirements were “decidedly low,’” and averred that 
“one of the reasons for the present controversy is that the army 
was slow in revising its program for high octane gasoline.” 
Mr. Ickes told the committee that his office, in the face of 
a really baffling lack of understanding by many persons in 
high authority of the vital essentiality of 100-octane,”’ had 
fought an uphill battle to increase production of aviation gaso- 
line since establishment of the Office of Petroleum Coordinator 
in May, 1941; that, meanwhile, official figures of military re- 
quirements for such gasoline had been “almost impossible to 
obtain;” that, because of virtual “miracles” performed by oil 
industry scientists and engineers, and despite a lack of con- 
struction materials needed for high octane plants, the produc- 
tion of high octane gasoline this month would exceed the 
military estimates made last July for April, 1943, but that, 
nevertheless, enough of this aviation gasoline was not yet being 
produced. He estimated that there had been a loss of aviation 
gasoline, “due to rubber directives, alone,” totaling 4,413,600 
barrels. He said he had not been consulted by the W. P. B. 
“until the rubber program was well on its way to decision.” 
If the high octane program had had to depend on W. P. B. 
allocations of materials, he said, “we’d be sunk today.” 

It was brought out in the course of Mr. Ickes’ testimony 
that only a few plants in the country could manufacture equip- 
ment such as heat exchangers, used for production of high 
octane and also for synthetic rubber production, and that those 
plants had not been able to operate to capacity because of an 
inadequate flow of materials. Mr. Ickes charged that there had 
been “reckless grabbing” of the output of such plants by certain 
claimant agencies, months in advance of the need for such 
equipment, but he made no showing that Mr. Jeffers’ office had 
bee guilty of such “grabbing.” He was asked why heads of the 
various claimant agencies could not get together and effect 
compromises of their claims or work out schedules to forestall 
“reckless grabbing.” 

“I’m the best cooperator in Washington, when I can have 
my way,” said Mr. Ickes, jocularly. 

Chairman Truman took that remark as indicative of the 
attitude of officials of several of the claimant agencies of the 
government. 


“Somebody ought to bump your heads together and make 
you agree,” |] 


“ec 


he said. 

Mr. Ickes said that proper scheduling of component parts 
for high octane plants was the important thing; that he had 
advocated such scheduling since August, 1941, but that the 
W. P. B. had adopted his plan “only last week.” He said he 
agreed with Secretary Wickard’s description of a priority as 
“a hunting license,” authorizing a manufacturer to use critical 
materials if he could find them. 

Undersecretary Forrestal objected to the issuance by the 
W. P. B. of over-riding priorities for a part of the rubber 
program that, according to his testimony, interrupted the 
program for construction of escort vessels for the navy. 

“You cannot have both scheduling and over-riding priori- 
ties,’ he said. “Use of the over-riding directive destroys the 
logic and precision of scheduling. . . . If, for example, a plant 
is working on valves for the navy, and if it gets an over-riding 
order for another type of valve which must be made on the 
same machines, the plant must stop making navy valves, 
change its machines, fill the over-riding order, and then change 
back to making valves for the mavy. The plant has two shut- 
downs for changeover instead of one... .” 

In another part of his testimony, he discussed Mr. Jeffers’ 
rubber program in relation to the escort vessel program as 
foliows: 


Whenever the intervention of over-riding priorities has threatened 
to block our program, we have requested the Office of Rubber Director 
to step aside temporarily. He has been very gracious about doing so 
in many instances. However, the result is that he, who is one of the 
claimant agencies himself, becomes the arbiter over supplies for all 
the rest of the claimant agencies. .. . The navy has nothing but good 


will toward the efforts of Mr. Jeffers and his assistants ... but it 
believes with the deepest conviction that to single out this or any 
other program and apply to such a program a directive which gives 


its promoter the right . . . to disrupt schedules of all other programs 
runs counter to the maximum productivity of our national industrial 
machine. 


TRUCK-BUS PARTS REPLACEMENT 


Owners of automotive vehicles, including owners of truck 
fleets and busses, could get their replacement parts without 
preference ratings and should not be asked for such ratings 
when the parts were to be used for vehicle repairs, said R. L. 
Vaniman, director of the War Production Board’s automotive 
division, in connection with an observation that many owners 
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labored under the misunderstanding that they must have a 
preference rating to buy a replacement part. 

He advised motor vehicle owners to “shop around” for 
parts in the event they had difficulty in obtaining them, adding 
that “the owner who accepts the statement of the first parts 
dealer he approaches that ‘you can’t get that part any more’ 
and lays up a truck performing essential services without 
further effort to obtain the part is impeding his country’s war 
effort.” He said the W. P. B. automotive division was making 
every effort to assure an adequate supply of replacement parts 
for essential transport needs. He suggested that, where an 
owner was unable to get a new part from local distributors 
or a serviceable used part from an automotive scrap yard, 
even with assistance of the nearest district offices of the 
O. D. T., he and his repair man should place a purchase order 
with a dealer. The dealer, in turn, would transmit the pur- 
chase order to the manufacturer, with or without a certificate 
of emergency, according to the essentiality of the need, he 
said. If the manufacturer is unable to supply the necessary 
part, the dealer or repair man may appeal for assistance to 
the nearest district or regional office having on its staff an 
automotive specialist representing the W. P. B. automotive 
division, according to Mr. Vaniman. 


TRUCK TIRE RATIONING 


A total of 414,108 truck tires will constitute the quota of 
such tires avaliable for rationing in May, compared with a 
total of 308,000 in April, the Office of Price Administration 
has announced. The O. P. A. observed that commercial vehicle 
use of tires ordinarily increased in May. 

“No quota for truck tire recapping has been assigned, 
since restrictions on the number of recapping certificates that 
may be issued will be removed May 1,” the O P. A. said. 


A. T. A. and U. 8. Motor Policy 


The executive committee of the American Trucking Asso- 
ciations, Inc., this week, at a meeting called to consider the 
effect on the trucking industry of President Roosevelt’s price 
and wage “hold-the-line” order of April 8, created a war plan- 
ning committee to which will be referred proposals for meet- 
ing the economic situation confronting the industry. The com- 
mittee is composed of Chester G. Moore, Chicago, chairman; 
George Whitehead, Paterson, N. J.; D. L. Sutherland, New 
Britain, Conn.; Charles P. Clark, St. Louis, Mo.; C. J. Wliliams, 
Milwaukee, Wis.; Earl M. Cannon, Madison, Wis.; Fred R. 
Suddarth, Kansas City, Mo.; Ernest Wheaton, Indianapolis, 
Ind.; W. W. Akers, Jr., Gastonia, N. C.; Elton Cooley, Denver, 
Colo.; and Don B. Smith, Detroit. 

The general nature of the planning committee’s activities 
will be to study all problems referred to it by the executive 
committee. Already, it was said at A. T. A. headquarters, the 
War Planning Committee had been assigned the job of study- 
ing and recommending action to be taken in connection with 
the action of the O. P. A., in response to requests of manu- 
facturers of motor parts and equipment. Manufacturers had 
represented to the O. P. A., it was said, that in a good many 
instances, the parts cost more to manufacture than they could 
be sold for. O. P. A. had tentatively agreed either to establish 
a formula for increases in prices all along the line, it was 
said, or to make a selection of certain items on which the cost 
increases had been largest and to establish higher price ceil- 
ings on these parts. 

For A. T. A., it was said, this posed the question of 
whether it should protest tthe increase, or should take no 
action, bearing in mind that there was no power to make the 
manufacturer build these parts and that, perhaps, if the manu- 
facturers lost money on every part they sold they might stop 
making them. 

Another problem referred to the planning committee, it 
was said, concerned the investigation of the need for an in- 
crease in the price of crude oil being conducted by the pe- 
troleum subcommittee of the House committee on interstate 
and foreign commerce. It was pointed out that the amount 
of crude oil discovered in the United States in 1942 was about 
57 per cent of the amount actually consumed in that year. 
The question, it was said, was whether the A. T. A. should 
oppose the increase in the price of crude, since such an in- 
crease would mean added cost for gasoline, or whether A. T. A. 
should support the proposal with the idea that such an in- 
crease in the price of crude would stimulate production and 
thus assure the trucking industry of an adequate supply of 
gasoline. 

Other action taken by the executive committee was the 
election of Ewald Kundtz, of Cleveland, O., to fill the unex- 
pired term of vice president Wm. J. O’Donnell, resigned, and 
selection of Cincinnati as the location of the next annual 
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meeting of A. T. A. The time of the meeting, in the fall, wij 
be announced after information concernnig availability of ho. 
tel space, etc., has been obtained. 


ZONING OF SUGAR SHIPMENTS 

The Office of Price Administration has announced that by 
issuance of its fifth revised zoning order No. 1 under its ration. 
ing order No. 3, it has reduced in size the sugar zones served 
by eastern refineries and expanded the zones served by Gul 
port and west coast refineries. 

“Sugar zones are expanded or contracted on the basis of 
supplies available within the zones to provide sugar where it 
is needed with a minimum use of transportation facilities.” 
the O. P. A. said. 

Principal changes effected in the existing zoning order, it 
said, were as follows: 

Vermont and western Massachusetts, previously defined as zone 
1A, will be served by New York refiners instead of Boston refiners, 
New York refiners no longer will serve the central and western New 
York area. Philadelphia refiners will serve central New York states 
as well as the balance of the territory they previously served, but not! 
western Pennsylvania. The refinery at Baltimore will serve a smaller Bi 
area in eastern Virginia than before, and will no longer serve southem)) 
and southwestern Pennsylvania. New Orleans refiners will expani) 
their marketing territory to include northwestern Georgia, eastem i 
Texas, eastern Tennessee and Kentucky, as well as Indiana and Ohio, 
Western beet and cane sugar sellers will serve western portions off 
New York state and Pennsylvania, as well as Ohio and Indiana. Beet}) 
sugar processors in Michigan will serve part of the demand in Ohio} 
and Indiana. 


C. M. F. A. Spring Meeting 


The Central Motor Freight Association held its annulf 
spring meeting and luncheon at the Morrison Hotel, Chicago,f 
April 26. Approximately 300 attended. 

Speaking at the luncheon, Col. Dan C. Hardt, chief, trans. 
portation bureau, sixth service command, U. S. Army, saiif> 
that for many months he had attended meetings of trucken} 
at which there had been much discussion of but little actionf 
toward improvements in the use of trucking facilities. He 
pointed out that the transportation crisis had not yet occurred 
and that the time had come for real cooperation among truck 
ers and between the railroad and trucking industries. Referring 
to the plan for curtailing delays in loading and unloading of 
trucks at Chicago, through vigilance committee action based} 
on truckers’ reports of detention of trucks by shippers (see 
Traffic World, Feb. 27, p. 484), he said the motor carriers 
were not reporting instances of shippers’ detention of trucks. 
He said that, as manager of the U. S. Army consolidation | 
station at Chicago, he knew trucks were sometimes unduly | 
detained at that station but owners of the trucks were not | 
reporting such instances to the vigilance committee. He said 
the truckers had lately given moderately good support to the 
Chicago joint information office, but were not yet supporting 
the office to the extent necessary to prevent unnecessary truck 
movements. In some cases, he continued, truckers had estab- 
lished embargoes, based on weight restrictions, in order to 
preserve their revenues, despite the fact that such embargoes 
impeded the movement of some war goods. He urged the 
truckers to plan to pool their traffic or trucks wherever pos- 
sible; establish a pool of trucks for joint pick-up and delivery 
service, and to appoint other truckers or associations to act 
as agents with authority to handle personnel, traffic, and 
operating problems in cases where owners of the trucks in- 
volved were not present at the time the problems arose. 

Chester Moore, chairman of the association, who presided, 
said he was confident those present would take steps along the 
lines indicated by Col. Hardt. 

Walter Belson, director of rubber supply, American Truck- 


ing Associations, Washington, D. C., spoke on the organization | 


of the A. T. A., describing the purposes and activities of its 
departments. The A. T. A., he said, stood between truckers 
and “aimlessness and national nonentity.” He emphasized the 
importance of legal, research, and clerical work being pel 
formed by the 94-man A. T. A. staff at Washington. 

O. G. Davis, coordinator, personnel division, General 
Motors Corporation, spoke on the importance of the trucking 
industry in the war period and on some of its problems. 

John L. Keeshin, Keeshin Motor Express Company, pre 
sented a trophy to V. L. Garrison, secretary-treasurer, Chicago 
Detroit Express, in recognition of merit for heading the winning 
team in the C. M. F. A. current membership drive. 


You may either write or wire our Washington offic 
for information concerning matters in any departmen! 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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(hamber of Commerce Meeting — 


War-time domestic and ocean transportation problems were 
jiscussed by Director Eastman, of the Office of Defense Trans- 
grtation, and Admiral Land, chairman of the Maritime Com- 
mission, and war shipping administrator, in addresses at the 
annual meeting of the Chamber of Commerce of the United 
States in New York City this week. 

“No better caption could be found for our war-time domes- 
tic transportation than ‘Making the Ends Meet,’” said Director 
fastman, adding that that had been the essence of the job 
rom the start. 

“With by far the biggest load of property and persons to 

in the history of the country, and a desperate need that 
there be no failure of performance, the work has had to be 
done with a short supply of transportation facilities and a tight 
curb on expansion of that supply,” said he. “It has been a case 
of stretch and pull, crowd, adjust, and tinker in every possible 
way to make the facilities that we have cover the ground 
and go the distance.” 

Mr. Eastman then reviewed the steps that had been taken 
to “making ends meet,” and added: 


oa 


The performance has not been perfect, but I think it is an under- 
statement to say it has been creditable. Where the credit should go 
is of lesser importance. It has been a case of team work, with the 
carriers, the shippers, and agencies of the government all doing their 
shares. The Office of Defense Transportation has been continually 
active, as you know. It has planned, encouraged, promoted, and 
supervised, and now and then it has issued orders. As I see it, how- 


- ever, the major share of the credit should go to the carriers, including 
> their employe as well as their managements, and to the shippers for 
» the magnificent cooperation which they have given at every turn. The 
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spirit and morale throughout have been all that could be desired. 


The government itself was not without its obligations to 


/ the transportation system, said he, adding: 


The tight curb on the expansion of facilities can be made so tight 
that it will do vital harm to the war effort. Transportation is the 
They cannot live 
and thrive without it, and it must be adequate and efficient to meet 
their needs. This a point of view which my office is constantly pre- 
senting to the War Production Board, and it is responding, not always 
to our satisfaction, but in some considerable degree. 


Story in Statistics 


Mr. Eastman, in his discussion of “Making the Ends Meet,” 
said he disliked statistics “but sometimes they tell the story as 
nothing else can.’”’ Continuing, he said: 


Prior to 1941, the record year for ton-miles of revenue freight car- 
ried by the railroads was 1929, and the record year for passenger-miles 
was 1920. In 1942, revenue ton-miles exceeded the 1929 record by 42.6 
per cent, and passenger miles exceeded the 1920 record by 14.6 per cent. 
In contrast, in 1942 the total tractive capacity of all locomotives was 
15.2 per cent less than in 1929 and 7.3 per cent less than in 1920; the 
total tonnage capacity of freight cars was 16.5 per cent less than in 
1929 and 11.3 per cent less than in 1920; and the number of passenger 
cars was 27.9 per cent less than in 1929 and 30.8 per cent less than 
in 1920. 

Taking a period which included our participation in the last World 
War, from December 31, 1916, to December 31, 1919, locomotive tractive 
capacity increased 14.6 per cent; freight car tonnage capacity increased 
6.7 per cent; and the number of passenger cars increased 2.0 per cent. 


' In contrast, from December 31, 1939, to December 31, 1942, locomotive 


tractive capacity increased 2.0 per cent; freight car tonnage capacity 
increased 7.5 per cent; and the number of passenger cars decreased 
Bear in mind, in considering these comparisons, that 
the railroads are having a far more formidable task to perform in 
this World War than in the last one. In the period, 1916-1919, freight 
traffic reached its peak in 1918. ‘The revenue ton-miles were in that 
year 11.8 per cent above the 1916 level. Passenger traffic continued 
to increase slightly in 1919. The passenger-miles in that year were 
4 per cent above the 1916 level. In contrast, revenue ton-miles in 1942 
were 91.4 per cent above the 1939 level, and the corresponding increase 
In passenger miles was 136.9 per cent. In 1942, ton-miles exceeded those 
In 1918 by 57.4 per cent, and passenger-miles exceeded those in 1919 
by 15.8 per cent. Moreover, the prospects are that there will be con- 
siderably more traffic in 1943 than in 1942. These statistics are elo- 
quent proof of the fact that in the present war a very tight curb has 
en kept on expansion of railroad facilities. 

The story is the same or worse for every other form of transpor- 
lation, except pipe lines. Our intercoastal and most of our coatswise 
shipping has been diverted to overseas service. Many ships on the 
Great Lakes have been similarly diverted, but some vessels are being 
added to the iron ore fleet. On the inland waterways, the number of 
steel barges has remained practically stationary the past two years, 
although quite a number of wooden barges are now being built for 
the special purpose of helping to carry oil to the eastern seaboard. 
The building of motor trucks for civilian use was stopped more than a 
year ago and has not been resumed, except recently to build a com- 
paratively few tank trucks. The number of buses built in the past 
Wo years has been much below normal replacements. Only a trifling 
humber of street cars have been added. A iarge part of the commer- 
tial airplane fleet has been diverted to war transport service. For 
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more than a year no passenger automobiles have been built. While 
extensive pipe-line construction is under way, it will contribute mostly 
to the overseas supply of oil. 

Nevertheless and notwithstanding, our domestic transportation in 
this time of dire need has thus far been guilty of no failure in per- 
formance, with the qualification that the railroads, the pipe lines, and 
the waterways have not been wholly able to take the place of the 
ocean tankers in supplying the enormous demand in Eastern seaboard 
territory for petroleum and its products. What they have done, how- 
ever, in taking over this great task, for which they were neither or- 
ganized nor well equipped, has been to their glory rather than their 
shame. 


Mr. Eastman reviewed what had been done to keep equip- 
ment moving, to obtain heavier loading, to have equipment 
kept in repair, to bring about relocation of equiqment to meet 
“deficits” in certain areas, efforts to reduce ‘transportation 
peaks,” to obtain utilization of all facilities, and to eliminate 
wasteful service. 

“There is no room whatever for complacency,” said he, 
after having pointed out what had been accomplished. ‘We 
have not reached the peak, so far as the movement of either 
property or persons is concerned.” 


Manpower Shortage 


Shortages in rubber and other critical materials had 
plagued and would continue to plague us, said he, but now a 
shortage was looming up that might be more serious than 
any of the others. He referred to manpower. Continuing, 
he said: 


We are in danger, I think, of concentrating too much attention 
in highway transportation on the rubber shortage. In time that short- 
age may ease up, and that idea is now gaining considerable momentum. 
But when the situation is considered with an eye to the shortages in 
man power, repair parts, the vehicles themselves, and gasoline, there 
is plenty of reason for continuing and intensifying our conservation 
efforts, regardless of what may happen to rubber. We should not 
forget, also that our transportation facilities are being used and driven 


as never before. Strain of that kind is bound in time to show its 
adverse effects, and the time may be sooner than we hope. 
So far as the carriers are concerned, one truth is obvious. Free 


competition is one of our cardinal principles, and its long-run benefits 
have been proven. But one of its characteristics is a considerable 
amount of waste and lost motion, and that is a luxury which war-time 
transportation cannot afford. More and more the carriers of all kinds 
must operate in close cooperation, more nearly as though they were 
single systems. In the case of the railroads, this is particularly true, 
because of the need for utilizing all routes to the best advantage and 
because the average length of haul has so increased that it has greatly 
added to the percentage of interchange traffic. This throws a strain 
on interchange terminals which makes close cooperation and unified 
effort imperative for their efficient operation. It is also true that the 
major opportunities for further conservation in the motor carrier field 
require such cooperation. 


As to the passenger transportation problem, Mr. Eastman 
reiterated he regarded “rationing” of travel as “a last and 
desperate resort.” Voluntary renunciation of unnecessary travel 
on the part of the public, and the adjustment of the public’s 
travel habits to war necessities, were being urged as the 
alternative ‘‘cure.” 

“We are promoting the second cure in a publicity cam- 
paign which will be intensified progressively in coming weeks,” 
said he. 


Land’s Address 


With continually increasing military requirements exceed- 
ing the availabality of ship tonnage, no return to “back to 
normal” prospects could be forecast for exports in the near 
future, and only such commodities as were highly essential to 
the war economy of the destination country were being sched- 
uled to move with any degree of regularity, said Admiral Land. 

On the question of ship losses caused by submarines, he 
said that Nazi naval chiefs, in announcing recently that their 
U-boats had sunk 30,400,000 tons of Allied merchant ships and 
had left only 21,000,000 tons in service, were “fishing” for a 
statement of the true facts that would be helpful to them. 

“Denial of the truth of their statement is forthcoming here 
and now,” he continued. “The true facts for which they are 
fishing will not be revealed. ... Prime Minister Churchill 
recently told the British people the United Nations have greater 
merchant tonnage in service today than they had a year ago. 
That statement can be affirmed, but in affirming it let me add 
we are still, as we have been since the war began, definitely 
short of ships. In my judgment we will be short of ships so 
long as the war lasts.” 

After stating that the Maritime Commission originally had 
planned for 16,000,000 deadweight tons of new merchant ship 
construction in 1943, he said that “our actual production, we 
expect, will be nearer 19,000,000.” He added that more than 
30 shipyards with over 250 ways were producing ocean-going 
merchant ships; that about 40 other yards were producing 
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other types of auxiliary craft; that 24 plants were producing 
steam propulsion machinery, and that nearly 1,000 other plants 
were producing parts and materials for merchant ships. He 
commended American ship operators for “the patriotic and 
valuable cooperation which they have given their nation in this 
hour of need,” saying that many of their finest ships had been 
acquired and turned over to the army and the navy, and that 
all the rest of their ships were in war service on terms of the 
government’s own making. On the subject of efficient ship op- 
erations, he said: 


From the chaos which war always induces an orderly procedure 
has been worked out by the War Shipping Administration in the year 
it has been functioning. With service representatives now spread 
throughout thee world the W. S. A. has made a substantial increase 
in the efficiency of our shipping operations. Mistakes have been made. 
More undoubtedly will be . but the fact remains that American 
ships are carrying more and more cargoes each month, despite ob- 
stacles and handicaps. . 

Cognizance must be taken of reports you undoubtedly have heard 
at various times that merchant vessels returning from certain foreign 
ports proceed in ballast to the United States when necessary civilian 
goods could be carried. You may rest assured those reports are not 
well founded. While a vessel may leave an area without cargo, she 
has been routed via another area for cargo vitally and immediately 
essential to our overall needs. ... 


Admiral Land said that one of the prime functions of the 
W. S. A. was the support of the lend-lease program. In the 
year ended Nov. 1, 1942, he said, the W. S. A. had repaired 
1,482 and serviced 3,560 foreign flag United Nations ships in 
American repair yards and, he added, in that same period 
U. S.-controlled ships had made 1,745 sailings with lend-lease 
cargoes bound for Britain, Russia or China. At the current 
rate of greatly increased sailings, the total in 1943 might be 
double that of 1942, he observed. As to allocation of merchant 
ship tonnage by the W. S. A., he said: 


The record for February showed 41 per cent of our dry cargo 
tonnage in active service engaged in operations for the army, 13 per 
cent working for the navy, 30 per cent making lend-lease voyages, and 
16 per cent operating mainly in necessary services to maintain our 
essential civilian economy and that of our territories and possessions, 
as well as of our neighbors in Central and South America. 

In addition, approximately 225 vessels built or acquired by the 
Maritime Commission have been transferred outright to our armed 
forces as auxiliaries of various types, and 366,000 gross tons have been 
chartered to the navy by W. S. A. The army has nearly 300,000 gross 
tons under charter, making an overall total of about 370 merchant 
vessels put under full control of the army and the navy. ae 

Ship delays because of crew shortages ... have been almost en- 
tirely eliminated . . 


Admiral Land discussed the export and import situation 
as follows: 


Under recently worked out plans export cargo to each of the other 
American republics is determined by certificates of necessity issued 
in the destination country. These must be approved by a specially 
created agency of the country working in conjunction with the Amer- 
ican embassy or legation. These documents from the destination 
country are the requisite for the issuance of an export licerise by the 
Board of Economic Warfare and are passed on the W. S. A. as repre- 
senting the cargo space requirements of the various countries. Suf- 
ficient tonnage is then made available to handle them where possible. 
Under this procedure the other American republics are insured re- 
ceiving essential goods they require ahead of luxury commodities. 

As for imports, they continue to be handled on the basis of the 
emergency priority shipping list as decided by the War Production 
Board. This list, in addition to including strategic and critical mate- 
rials such as ores, metals, wool, hides, etc., required in the war effort, 
also provides for fair quantities of such commodities as coffee, sugar, 
tea, cocoa, etc., for civilian consumption. 





TRUCK INFORMATION OFFICES 


In the first three months of 1943, the 61 joint information 
offices thus far established by motor carriers throughout the 
nation ‘‘backloaded” 67,800 tons of freight in trucks which 
otherwise would have made return trips empty, according to 
the Office of Defense Transportation. In a statement, it said: 


In December, 1942, 31 of these traffic clearing houses were in opera- 
tion and they provided information that resulted in return loads totaling 
8,537 tons. For the samé 31 offices this figure climbed to 8,893 tons 
during the first month of 1943, to 19,513 tons in February and to 27,429 
tons during March, 

This increase in ‘‘backloading’’ has been due mainly to the enter- 
prise and cooperation of motor carriers and the leadership displayed 
by boards of governors for joint information offices. 

The joint information offices operate on a non-profit basis but 
charge a nominal fee for their services. A number of the offices al- 
ready have become self-supporting, and one of them, located in a 
southern city, recently was able to reduce its charges as a result of an 
increased volume of backloads obtained through the office. 
Effectiveness of results achieved when carriers put forth a whole- 
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hearted effort to cooperate in the war conservation plan is demonstraty 
by the records of the JIO’s listed below: 
In freight tons backloaded: 
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Less-Carload Freight 


“The average load per car of less-than-carload freigh 
carried by Class I railroads decreased from 20,549 pounds j; 
January, 1943, to 20,461 pounds in February,” says the Offic 
of Defense Transportation. 

“Total volume of merchandise freight handled by Class } 
carriers, which amounted to 7,827,345,440 pounds in January 
increased to 7,899,815,666 pounds in February, while the num 
ber of cars used in the movement also increased from 380,914 t; 
386,086, resulting in a lighter loading per car. The Februar 
average of 20,461 pounds was still slightly above the 10-tq 
minimum prescribed since September 1, under O. D. Ti 
General Order No. 1, for loading of 1. c. 1. freight. ; 

“O. D. T. officials explained that during February, due tf 
increased volume, cold weather, and shortages of labor, pari Pr 
ticularly at larger transfer stations in the east, temporary the Of 
special permits were issued to a number of large eastern raj of the 
roads. These permits authorized the use of cars for quantities Along 
of merchandise of less than the minimum weight required unde “hair™ 
General Order No. 1, for the purpose of by-passing one or mon Admin 
intermediate transfer stations. ments, 

“The eastern carriers to whom special permits were issuei the &™ 
showed a decrease in the average weight per car for Februan that h 
of 1,439 pounds, as compared with January, while the othe 
Class I railroads reported an increase in average load per cap 
of 597 pounds for the same period. ; “] 

“The total volume of merchandise handled by the eastenf) comm 
railroads in February showed a decrease of 115,579,000 pound) operat 
but O. D. T. officials pointed out that this decrease in tonnag) Office 
handled reflected the saving in handlings at transfer station.f) pe 

“Class II and Class III steam railways, including switchin§) these 
and terminal companies, transported 845,000 pounds less mer tificate 
chandise freight in February than in January, and used 7if to rec 
less cars, with a resultant increase in average load per calf} “pies 
from 18,391 pounds in January to 18,449 pounds in February 
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“In February, all classes of electric railways reported « a 
decrease of 3,060,000 pounds of merchandise handled as com y ¢nj 


pared with January. The average load per car declined from§ operat 
15,292 to 14,604. Pu 
“The O. D. T. said that in all cases where carriers failed) of mil 
to reach the 10-ton minimum, the freight was loaded under Fa 
exceptions authorized in the general order. - 
“The volume of merchandise freight handled by freight§ ’” 
forwarding companies showed an increase in February, rising 
to a total of 509,626,414 pounds from 492,351,932 pounds in 
January. The average load per car also increased from 41,10 


pounds in January to 41,119 pounds in February.” nas a 


vacat 


O. D. T. ON TRANSIT STOPS ached 


1 
The Office of Defense Transportation has announced thf vacat 
addition of watermelons and fresh peaches to the list of com-F assoc 
modities on which stop over privileges in transit to completeh porta 
loading or for partial unloading are not required under thf ules. 
provisions of O. D. T. General Order No. 18, revised. Th as te 
action took the form of an amendment (amendment No. 2 tif road: 
General Order O. D. T. 18, revised) and became effectiveh if it 
April 30. 





d 
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TRUCK TIRE TEST mids 
A sixty-day test of tire tread wear on over-the-road trucks ‘mp! 
was begun this week by the Office of Defense Transportation § [acili 
The test, which is part of an O. D. T. analysis of the effec § “Y 

of the 35-mile speed limit on the rubber-borne transportation | 
services of the nation, will be conducted to determine specifi | V4 
cally the degree of tread wear on tires of commercial moto § 7M 


vehicles under various speed limits. Factors contributing \ _ 
rubber wear, such as loading, speed, temperature, breakin: strie 


and frequency of shifts will be recorded, principally throug! 
the use of automatic instruments. Results of the test will the 
be related to additional factors of manpower, vehicle wear an 
general operating efficiency. 

Standards for the test, to be conducted between Baltimotr® 
Md., and Burlington, N. C., have been developed by representé 
tives of the O. D. T., the Bureau of Standards, Office of th 
Rubber Director, the Public Roads Administration and thé 
Rubber Manufacturers’ Association. 
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Twenty-four tractor-trailer combinations of similar make 
and capacity, operated on normal schedules of a large motor 
vrrier association, will be used in the test which will be under 
he immediate supervision of O. D. T. observers. Six of the 
yhicles will be operated under a speed limit of 35 miles an 
jour; six under a 40-mile speed limit and twelve at a 45-mile 
jmit. The governors and highway officials of Maryland, Vir- 
ginia and North Carolina are cooperating with the Office of 
Defense Transportation in the conduct of the test through their 
respective states. 
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Oo. D. T. FIELD OFFICES 


New field offices of the division of railway transport of the 
Office of Defense Transportation have been established at 
Qmaha, Neb., and Minneapolis, Minn., Director Eastman has 
announced. He said that Seward F. Philpot, native of Dover- 
Foxcroft, Me., and heretofore trainmaster for the Milwaukee 
at Minneapolis, had been appointed supervisor of rail terminals 
for the O. D. T. at Minneapolis. He announced that Edward P. 
Conry, native of Des Moines, Ia., former terminal superinten- 
dent of the Union Pacific in Omaha, would be the Omaha super- 
yisor of rail terminals. 


ad freigh 
pounds ; 
the Offic 


Dy Class | 
1 January 
the num 
380,914 t; 
Februar; 
the 10-to: 
». D. Ti 





EASTMAN NOW W. P. B. MEMBER 


President Roosevelt has appointed Director Eastman, of 
the Office of Defense Transportation, and tie-breaking member 
of the Commission, a member of the War Production Board. 
Along with Mr. Eastman, the President made Paul V. McNutt, 
chairman of the War Manpower Commission, and Petroleum 
Administrator Ickes, members of the W. P. B. These appoint- 
ments, it was indicated, were made to bring within the W. P. B. 
the emergency agencies dealing with civilian supplies and needs 
that had not been represented on the W. P. B. board. 
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TRUCK MILEAGE REPORTS 


“April 30 is the last day for operators of three or more 
he easten} commercial vehicles—trucks, taxicabs, buses, etc.—to turn in 
00 pound} operation reports for the first calendar quarter,” said the 
in tonnag} Office of Defense Transportation, adding: 


* Stations Reports should be made on forms prescribed by the O. D. T. 
Switching these forms were mailed to all fleet operators at the time the Cer- 





; less met tificates of War Necessity were mailed last fall. Operators who failed 
d used 7 to receive their foirns, or have lost them, may obtain additional 
id per call copies from the nearest O. >. FT, motor transport district office. 
February _ The information required to fill in the forms can easily be ob- 
*.@ tained from the operating records which all fleet operators are required 
reported é to maintain. The yuarterly report is merely a compilation of some 
d as COM of this information on gasoline consumed, mileage operated, trips 
lined from operated and loads carried. 
Purpose in requiring this information is to determine the amount 
riers failed of mileage conservation being effected by fleet operators. 
ded under Failure’ to turn in quarterly reports may be considered ‘‘good 
cause’ for the suspension or revocation of an operator’s Certificate of 
by freight War Necessity. 
o 
pistes - CURTAILMENT OF TRAVEL 
rom 4110 Director Eastman, of the Office of Defense Transportation, 
‘ has asked business and industry to begin and end all employe 
vacations on Tuesdays, Wednesdays, or Thursdays, and to 
schedule employe vacations throughout the year. 
The request for industry’s support of a policy of staggered 
ounced thf vacations was made in a letter to executives of 2,500 trade 
ist of com-§ associations and similar groups. Mr. Eastman said the trans- 
o complett® portation situation made it imperative to start vacation sched- 
under thf ules now and extend them throughout the year in such a way 
vised. The » & to avoid travel at holiday periods. He asserted that rail- 
it —_ tA toads and bus lines could not handle vacation travel this year 
e ¢€ d 


ifit were concentrated in July and August. 

|. Adoption by employers of the recommended vacation pol- 
» y was necessary, Mr. Eastman said, to even out the usual 
midsummer and week-end travel concentrations. He also asked 


road trucks ‘mployers to reinforce O. D. T.’s campaign to conserve travel 


rsportation.§ [acilities by urging their employes to refrain from all unneces- 
f the effec § ary non-vacation travel. 
nsportation Saying that substantial increase in military travel and in 
ine specif: § Val-connected business travel were expected in the coming 
rcial moto J Nonths, Mr. Eastman declared in his letter to the trade asso- 
ributing tf “ations that “vacation travel can be handled only if it is held 
>, breaking § ° &@ low minimum and only to the degree that it replaces 
liy throug! strictly nonessential travel.” 
st will then Pigg pacer ag 
e wear ani TRUCK CONSERVATION 

’ A joint action plan submitted by five distributors of oyster 
Baltimore f shell and ready-mixed concrete in Harris and Galveston, Tex., 
represents § '0 conserve delivery trucks and manpower was approved in 
ffice of tht® supplementary order O. D. T. 17-2 issued by the Office of 


mn and the§ Defense Transportation. The order provides that any of the 


ve participants will deliver orders for concrete and shell from 
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the nearest hopper or mixing bins of any other participant, if 
an adequate supply of material is available there. Price to be 
paid for the shell or concrete will be agreed on by the parties 
to the transaction, or, in the event of a disagreement, the price 
will be fixed by the O. D. T., according to the order. 
Conservation of milk delivery facilities to eliminate a daily 
10 or 12-mile cross-haul into each other’s territory under a 
plan proposed by Dodds Alderney Dairy, Inc., of Buffalo and 
Quinby Dairy of Hamburg, N. Y., received approval of the 
Office of Defense Transportation. Deliveries in Kenmore, north 


of Buffalo, and in Hamburg and Orchard Park, south of Buffalo 
are involved. 





NO VACATION BUS FARES 


The National Bus Traffic Association, Inc., has notified all 
participants in its tariffs that it will not publish special round- 
trip excursion fares in the coming vacation season. In a circu- 
lar to bus companies, it points out that, normally, such fares 
are published to become effective May 15 and expire in 
September. It adds that “in harmony with the O. D. T.’s ex- 
pressed desire,” the railroads will authorize no such fares this 
summer and that “no comparable tariffs will be issued by the 
association for motor carriers.” Vacation points affected are 
Yellowstone Park, Jasper Park, south central Colorado and 
Banff. 


GREAT LAKES COAL MOVEMENT 

To permit the utilization of Great Lakes vessels still 
unable to break through the Soo Locks into Lake Superior, 
the Office of Defense Transportation has suspended for another 
two weeks, restrictions on the movement of coal over certain 
Lake routes (see Traffic World, April 24, p. 992). 

Although the first ore carrier from Lake Erie reached 
Duluth, April 24, the O. D. T. said the passage between Lake 
Huron and Lake Superior was not sufficiently free of ice to 
allow full-scale operation of the ore fleet. 

Assisted by ice breakers remaining on the job, the O. D. T. 
said a number of carriers left the docks on Lake Superior 
“this week” with ore destined for the nation’s steel mills, but 
this opening of the Upper Lakes’ navigation season was a full 
month later than last year’s early thaw made possible. 

The suspension order, O. D. T. 9-2, extended an earlier 
order issued March 11. The agency said that no further 
extension could be expected and warned that even more drastic 
restrictions on the movement of coal, grain and other traffic 
than those imposed last year might be required to meet the 
goal of 95 million gross tons of ore set tentatively by the War 
Production Board. The quota set by W. P. B. is approximately 
3 million tons greater than the all-time record established by 
Lake carriers in last year’s season, the longest in history, said 
the O. D. T. It added that another O. D. T. suspension order, 
25-5, issued March 11, to allow unrestricted movements of other 
traffic remained in effect. 


Great Lakes Ore Transport 


As a part of the program for meeting the War Production 
Board’s requirements for transportation of 94,000,000 tons of 
iron ore on the Great Lakes in the 1943 navigation season, 
16 additional ore carriers now being built by the Maritime 
Commission for operation by existing private operators will be 
placed in service, according to a survey of the lake ore trans- 
port situation prepared by Representative Bradley, of Mich- 
igan. He said the first of the new ore carriers would have its 
trial run out of Lorain, O., April 29. Contracts for the con- 
struction of the vessels were awarded by the Maritime Com- 
mission in October, 1941. 

“Admiral Vickery of the Maritime Commission has told 
me,” said Mr. Bradley, “that all these boats ought to be in 
service by September 1. At the increased drafts which will 
be made possible when the new “MacArthur” lock at Sault Ste. 
Marie is opened July 4, these vessels will be able to carry 
approximately 16,000 tons per trip. . . . Projecting the schedule 
of delivery of these boats . . . we may safely figure on having 
the use of an average of 12 boats over the remaining seven 
months’ navigation season, which if they make four trips per 
month will give us an additional projected carrying capacity 
of about 5% million tons.” 

Mr. Bradley noted that about 92,077,000 tons of ore were 
transported on the lakes in 1942. As of April 22, 1943, he said, 
ice conditions on the lakes had resulted in a loss over 1942 
shipments of 7,000,000 tons. He added that on April 1 there 
was in storage on the lower lakes docks about 25,000,000 tons 
of ore, compared with 17,000,000 tons last year. Use of new 
vessels built by the Maritirhe Commission, of five new vessels 
placed in operation by the Pittsburgh Steamship Co. last fall, 
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and of reconstructed steamers, together with the increased 
draft permitted by the new lock in the Soo canal would result 
in an overall volume of 100,644,000 tons of ore that might be 
transported this year, he said. However, he added, from that 
total must be deducted 7,000,000 tons already lost due to late 
opening of the navigation season and an additional 800,000 
tons from vessels that had been transferred to salt water 
service, leaving a net of 92,844,000 tons. 

“I have been informed by W. P. B. officials that a new 
directive affecting the movement of coal shipments to lower 
lake ports will account for this difference of roughly 1% 
million tons,” he said. 

“There are two distinct possibilities for readjustment of 
these figures which will have to be worked out by directives 
here in Washington. The first of these has to do with the 
question of the movement of grain. In 1942, 115 million bushels 
of grain were lake-borne. This year, Mr. Davis (food admin- 
istrator) originally asked that 195 million bushels be lake- 
borne, which was instantly reduced by W. P. B. to 170 million 
bushels and that only with the understanding that a large 
percentage of that would not be moved until very late in the 
season and doubtless some of it carried as winter storage 
grain in the vessel bottoms; because it must be remembered 
that it is always possible in the final analysis to move grain in 
box cars. A second complication that may develop is in con- 
nection with the movement of coal to Canadian ports. In 1942, 
36,750,000 tons were moved to American ports and 711,000 tons 
to Canadian. This year, 42 million tons has been requested for 
United States ports and 2% million to Canadian. The United 
States movement will be controlled by directives. I have been 
told by W. P. B. that no American will be permitted to take 
more coal than he had last year and shipments to lower lake 
ports would be based on 80 per cent of 1942 receipts. Just how 
the two million additional Canadian will be handled, I have 
yet to find out. In passing, it may be well to note that Canadian 
bottoms will again this year—as last year—carry approxi- 
mately 2% million tons of American ore from and to American 
ports.” 

With respect to what he termed “much information and 
misinformation” about the dock construction situation at Esca- 
naba, Mich., Mr. Bradley said that although the Soo locks now 
were “the most heavily fortified spot in the continental United 
States,’”’ the Office of Defense Transportation had deemed it 
advisable to provide “a further national insurance policy” for 
the Soo locks through rebuilding of two of the Escanaba docks 
that had been dismantled several years ago and that had been 
used when Escanaba was the Lake Michigan outlet for ore 
shipments from the Gogebic, Menominee and Marquette ranges 
in upper Michigan. 

“It was contemplated,” he continued, “that this rebuilding 
program would be carried forward only to such a point that 
these docks, together with the rehabilitation of the necessary 
feeder railroads, could be put into operation in a matter of 
about 60 days in the event that anything should happen to the 
Soo locks. One of these two new docks will have reached that 
point of completion on or about May 1 and an order has been 
issued by Dr. W. Y. Elliott, director, division of stockpiling 
and transportation of the W. P. B., that this work shall be 
stopped on or about May 1. . .. It was the question of priori- 
ties between the railroads and the Escanaba dock project which 
was primarily responsible for the original order restricting the 
amount of work to be done on the Escanaba project at this 
time. The railroads had a higher priority rating for the use of 
ties and heavy structural timbers, both of which were needed 
for the Escanaba project. ... There simply was not enough 
ties and timber for both. Escanaba and the railroads, with the 
result that it was thereupon decided that work would be 
stopped on the second dock and the material on hand for that 
dock would be transferred to the construction of the first dock 
insofar as possible and construction of that dock would proceed 
to the completion of phase one by May l.... 

“Lake shippers, steel producers and officials of the W. P. B. 
and O. D. T. are unanimous in their conviction that there is 
no justification whatsoever at this time for the immediate and 
final completion of the two docks now under construction at 
Escanaba, on which some 14 million dollars has so far been 
expended.” 


CHICAGO TANK TRUCK DELIVERIES 

In order to step up the diversion of short haul traffic from 
tank cars to tank trucks with the supply of trucks available, 
Fayette B. Dow, O. D. T. director of petroleum transport, has 
written bulk suppliers in the Chicago switching district to 
arrange with receivers to prepare for round-the-clock receiving 
of tank truck deliveries. 

Mr. Dow said that mounting tank car requirements of the 
armed forces and anticipated diversion of tank cars now tied 
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up in the Chicago switching district to long haul east-we 
service would require increasing substitution of delivery pj 
tank truck in the Chicago area. 

Large residual fuel users, as well as users of distillaty 
whose plants lacked tank truck roadways or pumping facilitig 
were advised to install them, said he. To preclude termini, 
congestion, waiting and delay in loading and unloading, wit 
consequent waste of manpower and truck time, he suggestajie 
that suppliers, carriers and receivers arrange for mutual notif. 
cation in advance of delivery service. Advance notice, he sajj 
would enable receivers to take round-the-clock delivery withoy 
having to man storage tanks all night when the volume ¢ 
products handled might not require it. 

Mr. Dow pointed out one example which showed why J 
could be accomplished. At this plant deliveries of residual ,j ended 
by truck were started in December. At present, he said, sevem 46 
units were delivering 6,000,000 gallons of residual fuel a mon 
and that 114 tank cars had been released for east-west servic 
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CAUSTIC SODA SHIPMENTS 

The War Production Board April 30 amended its gener; 

transportation order T-1, establishing controls over the use ¢ 


steel tank cars and tank trucks for delivery of a long list @ . PT 
chemicals (see Traffic World, Feb. 6, p. 323). It said th lished t 
amendment rearranged the zones under List 1 of generggpartme 
transportation order T-1 and reduced the number of such zonqgetminis 
from 13 to 8 so as to permit a more flexible use of tank oordir 
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and trucks and avoid delays in production of chlorine, “a w; 
essential”. The amendment, it said, affected only shippers 
caustic soda and permitted these shippers, beginning May | 
to make delivery arrangements without permit, on caustij 
soda according to and within the various zones contained jj 
the order, and required shippers desiring to make shipment 
beyond the designated zones to apply to W. P. B. on Fom 
PD-782 for exemption from the order. 









PIPE LINE STATISTICS 

Large oil pipe line companies—carriers having annu 
operating revenues of more than $500,000—reported transport: 
tion revenues totaling $226,553,874 for the year 1942 as agains 
revenues of $233,085,128 for the year 1941, a decrease of 2if 
per cent according to a compilation by the Commission\f 
Bureau of Transport Economics and Statistics, statemer! 
Q-600. Oil originated on line and received from connection 
totaled 1,603,950,173 barrels in 1942 as compared with 
1,488,837,735 barrels in 1941. 





“ORDER COAL NOW” CAMPAIGN 


Solid Fuels Administrator Ickes has announced the inav- 
guration of a government-industry program to induce bitv 
minous coal users to order coal now and store it as it becomes 
available in the spring and summer from mines and dealers. 
One objective of the program, he said, was to mine and dis 
tribute “the most coal possible this spring and summer so that 
production and transportation facilities will not be overbw:- 
dened when the next heating season opens.” F 


PETROLEUM TRANSPORTATION 


Petroleum Administrator Ickes announced April 26 that 
laying of the southwestern leg of the 20-inch pipeline fa 
transporting petroleum products from Texas to Atlantic coast 
refineries had begun. The section now under construction, he 
said, extended from Baytown, Tex., to Seymour, Ind. He 
termed the line the “Little Big Inch,” having referred to th 
24-inch crude oil line that is being extended to the east coasff 
from Norris City, Tex., as the “Big Inch.” The 20-inch lin: 
should be completed to the Atlantic coast about December} 
1943, if construction progressed according to schedule, he saidf 
He added that the 20-inch line, when in full operation, would 
have a maximum delivery capacity of 235,000 barrels of petro 
leum products daily. 

Gasoline allowances for eas: coast motorists could not be 
increased at this time, Petroleum Adiminstrator Ickes a 
nounced, April 28, as he made public the text of a telegral 
he had sent to the governors of the New England states, 
answering an inquiry they had made as to the possibility 
increasing the gasoline rations in those states. Mr. Ickes sail 
that civilian use of gasoline in that area had been increasing #! 
the same time that additional military requires were beilé 
met; that continued cold weather had delayed use of schedule 
transportation facilities and necessitated the continued ship 
ment of kerosene and heating oils in place of gasoline, a 
that, as a result, east coast stocks of automotive gasoline had 
been decreasing steadily and were now below safe minimul 
level. His telegram contained the following information: 





Shipment of gasoline by tank car to district 1 for non-militat 
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are neces- 
to relieve refineries of stock accumulations thereby permitting 
pntinued manufacture of necessary war products. . . . Anticipate 
rther improvement in transportation situation when Great Lakes and 
w York Barge Canal open for traffic, 24-inch pipelines to east coast, 
nd other developments completed. . . . My immediate problem, how- 
vr, is to provide adequate oil for our military needs. Until this 


oblem is solved to complete satisfaction of military authorities, I 


gmot safely recommend increased gasoline allowances. 


Mr. Ickes also announced that a “detailed study” of the 


,soline supply situation in western Pennsylvania had shown 
hat relaxation of gasoline restrictions in that area could not 


ye justified at the present time. 
Tank car shipments of petroleum to the east coast the week 
ded April 24 averaged 922,870 barrels a day, as against 


b72,467 barrels the preceding week, while the movement of box 


ar shipments of kerosene in drums averaged 16,983 barrels a 
jay, as against 20,588 barrels the preceding week, according 
9 reports made to Petroleum Coordinator Ickes. 


SOLID FUELS ADMINISTRATION 
President Roosevelt in executive order 9332 has estab- 


lished the Solid Fuels Administration for War, within the De- 












nartment of Interior, and has designated Secretary Ickes as 
administrator. The latter has been serving as “Solid Fuels 
coordinator” but under the new order he will have specific 


‘‘Snowers granted by it. The Office of Solid Fuels Coordination 





as abolished by the order. 

Among other things the Solid Fuels Administrator is di- 
rected by the order to prepare and submit to the Office of 
Defense Transportation recommendations concerning the pro- 
vision of transportation facilities adequate for the transporta- 
tio and distribution of solid fuels necessary to meet direct and 
indirect military, and essential industrial and civilian require- 
ments. 
It is further provided that nothing in the order “shall be 
deemed to limit in any way the statutory powers of the Inter- 
state Commerce Commission with respect to rates, charges, 
statistics, accounts, car service (including emergency service 
powers), or operating authority.” 
















































Crain Transport Committee 


A committee of grain shippers and representatives of 

transportation organizations and governmental agencies has 
been set up to bring about conservation of transportation in 
the transportation of grain and grain products. Under the 
chairmanship of C. A. Lahey, vice-president, Quaker Oats 
Company, Chicago, the committee will function, through 15 
regional committees to eliminate wasteful practices in transit, 
tar service, routing, and whatever practices may exist or come 
fo its attention that, in its opinion, operate to require the use 
of more cars, locomotives, and manpower than necessary to do 
the transportation job promptly and efficiently. 
_ Reports of such practices will be cleared through the re- 
gional committees and through such district sub-committees 
as the regional committee chairmen may find it necessary to 
set up. Where the defections come to the attention of the gen- 
eral committee, they will be referred to the regional commit- 
tees and, at their discretion, to the district sub-committees for 
examination and investigation. On the basis of the reports of 
those committees, submitted to the general committee, cor- 
rective action will be taken, probably through orders embargo- 
Ing the recalcitrant parties. 

_The general committee consists of the chairmen of the 15 
| Tegional committees, plus representatives of the Association of 


ile, he said American Railroads, the Commission, the O.D.T., the Com- 


modities Credit Corporation, and some others. It will meet on 
the third Wednesday of each month at Chicago to consider 
matters brought to its attention by the regional committees 
and such other matters as may arise bearing on the efficient 
transportation of grain and products. An executive commit- 
lee of eight members has power to act in the interim and 
may hold such additional meetings as may seem to it to be 
necessary. 

The following are chairmen of the regional committees, 
each with jurisdiction in the area surrounding the market loca- 
tion of its chairman: 


Region 1, W. E. Maloney, traffic manager, Buffalo, N. Y., Corn 
Exchange: 2, Freeman Bradford, traffic manager, Indianapolis, Ind., 
Board of Trade; 3, J. B. McGinnis, traffic manager, Quaker Oats 
Chemical Company, Memphis, Tenn.; 4, J. S. Brown, manager, trans- 
Portation department, Chicago Board of Trade; 5, W. V. Wheat, traffic 
Manager, Peoria, Ill., Board of Trade; 6, A. T. Sindel, traffic manager, 
St. Louis Merchants’ Exchange; 7, Frank B. Townsend, traffic manager, 
Inneapolis, Minn., Traffic Association; 8, J. A. Kuhn, traffic manager, 
a, Neb., Grain Exchange; 9, W. R. Scott, traffic manager, Kansas 
City, Mo., Board of Trade; 10, D. L. Mullen, traffic manager, Wichita, 
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Kan., Board of Trade; 11, Paul T. Jackson, secretary, Oklahoma Millers’ 
Association, Oklahoma City; 12, Frank A. Leffingwell, Texas and 
Southwestern Industrial Traffic League, Dallas, Tex.; 13, George Work, 
traffic manager, Colorado Mill and Elevator Company, Denver; 14, 
R. D. Lytle, traffic manager, North Pacific Millers’ Association, Port- 
land, Ore.; 15, C. G. White, secretary-traffic manager, Los Angeles, Cal., 
Grain Exchange. 


Representatives of the A. A. R. on the committee are L. M. 
Betts, manager, railroad relations section, and R. E. Clark, 
manager, closed car section, both of the car service division. 
Homer C. King, director, bureau of service, represents the 
Commission, ex officio, and F. S. Keiser, associate director, 
division of railway transport, the O. D. T., also ex officio. 
C. D. Sturtevant, special representative, represents the C. C. C. 
Other members of the committee are E. B. Smith, traffic man- 
ager, General Mills, Inc., Minneapolis, vice-chairman of the 
regional committee for region 7; J. W. Holloway, executive 
secretary, Kansas-Missouri River Mills, Kansas City, Mo., vice- 
chairman of region 9, and F. S. Clay, secretary-manager, 
Portland, Ore., Traffic Association, vice-chairman, region 14. 
Mr. Brown is secretary of the Committee. 

In addition to being chairman of the general committee, 
Mr. Lahey is chairman of its executive committee. Other mem- 
bers of the executive committee are Messrs. Townsend, Wheat, 
Sindel, Bradford, Brown, Maloney and Keiser. 


CONTROL OF EXPORTS AND IMPORTS 

Supplement No. 1 to general exports order M-148, which 
provided for the establishment of export quotas for producers 
of various steel products, has been revoked by the War Pro- 
duction Board. This action was taken because, under the con- 
trolled materials plan, load directives which accomplish the 
same result are issued to the Board of Economic Warfare. 
Load directives have been issued for the second quarter, and 
it is expected that similar actions will be taken for subsequent 
quarters of 1943. 

The Board of Economic Warfare, Office of Exports, has 
issued current export bulletins Nos. 92, 93 and 94. 

The War Production Board has amended its general im- 
ports order M-63 as amended, by an order issued April 28, by 
placing several additional commodities under import restric- 
tions and by effecting changes in the listing of certain other 
commodities. 


PASSENGER TRAFFIC STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported coach revenues of $62,371,493 and parlor 
and sleeping car revenues of $44,495,151 for January, 1943, 
as compared with coach revenues of $25,787,231 and parlor 
and sleeping car revenues of $25,783,206 for January, 1942, 
percentage increases of 141.9 and 72.6, respectively, according 
to a compilation by the Commission’s Bureau of Transport 
Economics and Statistics of passenger traffic statistics, other 
than commutation, statement M-250. 

Revenue passengers carried in coaches totaled 36,291,910 
and in parlor and sleeping cars, 4,602,849 for January, 1943, as 
against 20,070,522 and 2,948,387, respectively, for January, 
1942. Revenue passengers carried one mile for January, 1943, 
totaled 3,584,913,211 in coaches and 1,885,496,680 in parlor 
and sleeping cars as compared with 1,545,658,642 and 1,131,- 
391,490, respectively, for January, 1942. 


0. P. A. TRUCK RATE ORDERS 

The Office of Price Administration has granted authority 
to Andrew Nunn, dba Nunn Trucking Co., of Compton, Calif., 
to sell and furnish motor contract carrier services to the 
Monalith Portland Cement Co. in connection with the trans- 
portation of Portland cement from Monalith, Calif., to Haw- 
thorne, Nev., at prices not to exceed 24% cents a hundred 
pounds. 


LAND GRANT RATE LITIGATION 


If and when the government brings to an issue a specific 
case or cases in which it demands application of land grant 
rate deductions on government traffic the railroads handling 
the traffic contend is not entitled to such deductions, action 
in the courts to settle the controversy or controversies may be 
expected, according to railroad officials. 

In many instances the government has contended that land 
grant deductions should be made but had paid the regular 
commercial rates. An issue for suit will arise, it is pointed 
out, when the government decides a railroad should make a 
refund in a particular case, and demands such refund. The 
government, it is pointed out, is in position to withhold pay- 
ment for other transportation services to obtain the deductions 
it claims it should have. If it should do that, it is pointed out, 
a carrier could then bring suit to have issues settled. 

So far as was known, it was said this week, no such 
issue had yet arisen. 
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Traffie Law and Procedure 


TRAFFIC WORL) 


Sixteenth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Relation, 
Between Railroads and Water Carriers 


Congress sought by the enactment of the Panama Canal 

® act of 1912, among other things, to prevent railroad car- 
riers from obtaining and exercising control of steamship lines 
or other water carriers operating through the Panama Canal. 
In his message to Congress in 1910, President Taft recom- 
mended that Congress amend the interstate commerce act 
so as to prohibit railroads engaged in interstate commerce from 
owning or operating shipping engaged in routes through the 
Panama Canal in order to assure the people of the United 
States the full benefits of competition between the Atlantic and 
Pacific seaboards made possible by the construction of the 
Panama Canal at public expense.’ 

The proposed amendment, as finally enacted, extended the 
scope of the law to include all direct or indirect railroad own- 
ership, operation, or control of shipping facilities used in the 
Panama Canal route or other routes. As the law now stands, 
as subsequently amended, it is unlawful for any railroad or 
other common carrier subject to part I, of the interstate com- 
merce act, to own or control in any manner any common Car- 
rier by water operating through the Panama Canal or else- 
where, with which the railroad or other common carrier does 
or may compete for traffic.’ 

Several means of ownership or control are specifically 
mentioned as illegal practices, whether exercised directly or 
indirectly, including: 

(1) Stock ownership, (2) lease, (3) outright ownership, 
(4) operation, (5) control, (6) common stockholders or di- 
rectors, (7) control through holding companies, and (8) any 
interest, direct or indirect, in any manner whatsoever. 

The prohibitions apply alike to passenger and freight car- 
riers by water with which the railroad carriers are in actual 
competition or where there may be probable potential compe- 
tion. Each day of the continuance of the violation of this sec- 
tion of the act is deemed a separate offense.’ 


Jurisdiction of the Interstate Commerce Commission Under 


Panama Canal Act 


The Panama Canal act amendment to the interstate com- 
merce act provided that orders of the Interstate Commerce 
Commission relating to these provisions of the law should be 
made only on formal complaint or in proceedings instituted by 
the Commission on its own motion and after full hearing.‘ The 
orders provided for in the amendments to the interstate com- 
merce act relating to this subject may be served in the same 
manner and enforced by the same penalties and proceedings as 
orders of the Commission and may be conditioned for the 
payment of money or giving of security for money payments 
or other discharge of obligations required by the Commission’s 
orders.” 

The interstate commerce act was amended in 1920 by 
Congress by the addition of paragraphs to section 5 through 
the passage of the transportation act of 1920. These became 
parts of the policy of Congress toward rail and water trans- 
portation stated in that act.° These paragraphs were subse- 
quently amended by the Wheeler-Lea transportation act, 1940.’ 


The Commission’s jurisdiction now includes the determina- 
tion of all questions of fact with respect to the actuality or 
probability of competition between the railroads and the water 
carriers. The Commission may determine this factual situation 
after full hearing on the application of any railroad or other 
carrier. Applications may be filed by the railroads or other 
carriers for the purpose of ascertaining whether or not any 
existing rail-and-water service constitutes a violation of the 
provisions of the act. The petitioning carrier may also pray 
for an order of the Commission permitting the continuance of 
any connection with any vessel or vessels already in existence, 
or for an order allowing the installation of a new rail-and- 


1 President Taft’s Message to Congress, December 9, 1910. 

2 Interstate Commerce Act, Part I, Section 5 (14). 

3 Interstate Commerce Act, Part I, Section 5 (14). 

#Panama Canal Act, August 24, 1912, Section 11 (d), (U. S. Code, 
Title 49) Sec. 51. 

5 Interstate Commerce Act, Part I, Section 5 (14), 
Section 6 (11), (2) and (b), and (12); and Section 15. 

6 Then known as the Interstate Commerce Act, Section 5 (10 and 
(11) 


T (54 Stat. L. 909), 1940. 


(15) and 16); 


water service or relationship not in conflict with the provisions 
of the interstate commerce act.* 


Investigations by the Interstate Commerce Commission 


The Commission may institute proceedings to inquire int 
the operation of any vessel in use by any railroad or any other 


carrier subject to the interstate commerce act, that has not? 
applied to the Commission and had the question of competitior 
or the possibility of competition determined by it as directed} 


by the act. These proceedings may be instituted on the Com. 
mission’s own motion or on the application of any shipper, anj 
in all such cases the orders of the Commission are final.® 

The Commission may by order permit the continuance ¢ 
an existing rail-and-water service or operation or the estab. 
lishment of new relationships of this character, in the exerci 
of its discretionary powers, except in the case of carriers Oper. 
ating through the Panama Canal. In the latter case, no con 
nections of this character between rail and water carriers ap 
permitted under any circumstances. The Commission may per: 
mit the continuance of existing rail-water relationships or the 
establishment of new ones only when, in its opinion, the servic 
by water is or will be operated in the interest of the public 
and is of advantage to the convenience and commerce of the 
public. The services must not “exclude, prevent, nor reduc 
competition” on the routes by water. 

The rates, schedules, and practices of water carriers per: 
mitted to be operated in connection with railroads or othe 
common carriers must be filed with the Commission in the 
same way and to the same extent as in the case of the railroads 
or other controlling or interested carriers.” 


Policy of Congress in Rail-Water Relationships 


The purpose of Congress in divorcing rail and water car. 
riers is unmistakable. It was to free all water carriers from 
domination or the threat of domination by railroads that would 
tend to discount the usefulness of the water carriers. The 
Commission in several important cases, including Application of 
the Southern Pacific Company In Re Operation of Pacific Mail 
S. S. Co., brought before it to sanction rail-and-water relation- 
ships, reiterated its conviction that the purpose of Congress 
was “to separate from railroad ownership, control or influence 
such common carrier-water lines as may, when thus separated, 
compete with the present owning and controlling (railroad) 
companies.”" In S. P. Co. Ownership of Atlantic Steamship 
Lines, the Commission commented on the act as expressing the 
policy of the Congress to encourage the operations of inde- 


pendent steamship companies.” In Steamship Lines on Chesa-| 


peake Bay, the Commission stated its interpretation of the 


power of Congress to remove restraints on the competition | 


between rail and water lines.” 


The Commission has held that the provisions of these sec- 
tions of part I of the interstate commerce act apply not only to 
the ownership or control of competing water common carriers 
by railroads or other common carriers subject to the act, but 
with like force and effect to any vessel carrying freight or pas- 


sengers in actual or potential competition with the railroad o 
other common carrier.“ 


Railroads parties to through all-rail routes or member 
of fast freight lines or associations of railroad lines owninj 
boat lines, the function of which is to keep the operation 0) 
the steamship lines from interfering with the rail operations, 
have been held by the Commission in the Lake Line Applica- 
tions under the Panama Canal act, to have such an interest in 


the water lines as is prohibited by the Panama Canal amend- } 


ment.” The Commission likewise held in Ocean S. S. Co. of 
Savannah that a situation in which one railroad owned all the 
capital stock of another railroad which, in turn, owned all of 
the stock of a water carrier, brought the railroads and the 


8 Interstate Commerce Act, Part I, Section 5 (15) and (16). 

® Ibid., Section 5 (15). 

10 Interstate Commerce Act Part I, Section 5 (16). 

11 (32 I. C. C. 690), 1915. 

12 (58 I. C. C. 67), 1920. 

18 (35 I. C. C. 692), 1915. 

14S. P. Co. Ownership of Schooner Pasadena, (33 I. C. C. 476), 1915. 


6 (33 I. C. C. 699), 1915; and L. V. R. Co. vs. U. S. and I. C. C, 
(243 U. S. 412), 1917. 
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steamship line within the act.” A steel manufacturing company 
that owned the stock of several rail carriers as well as the 
tock of a subsidiary products company, which owned and oper- 
ated water carriers, was held by the Commission in Application 
ations § % U- §. Steel Products Co. to constitute such an interest in the 
ms water lines by rail lines as to bring the arrangement within 
the provisions of the Panama Canal act.” 


In Southern Pacific Company’s Ownership of Oil Steamers, 

the Commission decided that, if any oil company, controlled 

OVisions § through stock ownership or otherwise by a common carrier 
by rail, owned any common carrier pipe lines that compete 

or might compete with its steamers, the situation came within 


Ssion the provisions of the interstate commerce act.” 

ep - Railroad Operation by Harbor Marine Equipment 

y Other 

has not F The operations by railroads of lighters, barges, car-floats, 


ipetition! ferries, and other marine equipment in harbor terminals, gen- 
directed} erally, are not the types of railroad operations of water trans- 
1e Com. portation to come within the prohibitions of the act, because 
per, anit these facilities are considered as railroad facilities and not as 
11.9 common carriers by water. The Commission, in New York 
lance off Harbor Water Facilities Applications, held that the railroad 
e estab} carriers operating these types of local harbor services were not 
exerciy} within the terms of the Panama Canal amendment.” 


TS Oper 
no a Competition Between Rail and Water Carriers 
oral The Commission has held that competition for traffic in- 


Ss or the cludes not only the direct competition of all-rail lines or routes 
> servic: and all-water carriers or routes serving the same ports, but the 
e public competition of rail-and-water carriers in cases where the rail- 
e of the roads, by participating in joint through rates from or to points 
r reduce} Not reached by their rails, in fact serve those points and may 
thereby compete with the vessels controlled by the railroads 

iers per. which serve those points directly. The Commission stated in 
or other this case that the purpose of Congress in the Panama Canal 
1 in the amendment was to “preserve the common interest of the peo- 
railroad ple, free unfettered, the ‘water roadbed’ via the Panama 
“— Canal,” and to “restore all the water routes of the country to 

the same condition of freedom from domination that would 

s reduce their usefulness as a natural means of transportation.’”° 


The Commission has pointed out in Application of G. T. 








ater cal'} w. Ry. Co. Operation of Car Ferry Co., that it must have 
ers from} been contemplated by Congress, in enacting the Panama Canal 
ole: act, that, though there was no single railroad company or 


system of railroads operating a trans-continental all-rail route, 
the existence of joint through route arrangements should con- 
stitute such an all-rail line as to bring about a condition of 
potential competition between a railroad participating in a 
through route and its steamship line or vessel operated through 
the Panama Canal.** The same conclusion should apply log- 
ically to vessels or lines of water carriers operated in other 
waters in competition with all-rail carriers parties to through 

5: rates between points at which there is competition between 
_ the all-rail and the all-water routes. 


n Chesa-| The Commission held, in Southern Pacific Company’s 
n of the  OWwnerships of Oil Steamers that the words “does or may com- 
mpetition | pete,” as used in the Panama Canal act, mean a “probable, 

} potential competition, as when the water line is entirely di- 
vorced from the railroad carrier.” The Commission has held 
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ppt also that “competition means something more than an occa- 
pen sional movement by a rail line that parallels a water line, 
act, when the rail line operates at a serious disadvantage in that it 
t or pas does not and cannot offer rates and service on anything like 


ilroad @ equal terms with the water line. Whether or not there would 
be a normal active competition between the rail line and the 


b water line if operating independently is the best practical test 
— of competition.” 
SO : P 
ration of The expression ‘may compete,” as used in the act, has 


perations, been held by the Commission, in Application of S. P. Co. In 
Applica- Re Operation of S. S. Co., not to mean “a vague, possible 
nterest in though improbable, competition,” but “a probable, potential 
1 amend- competition, as when the water line is entirely divorced from 
S. Co. of the railroad.”** The traffic embraced within the prohibitions 
vd all the | % the act was held by the Commission in P. and O. S. S. Co. 
‘ed all of not to be limited to any particular class of traffic but to apply 


and the 





~37 LC. C, 420), 1015. 

6). " Application of U. S. Steel Products Co. et al. (57 I. C. C. 513), 1920. 
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® (34 I. C. C. 77), 1915. 


SS P. Co. Ownership of Oil Steamers, (37 I. C. C. 528), 1916. 
“ (32 I. C. C. 690), 1915. 


476), 1915. 
alc.C, 













































































































1049 


to all interstate, domestic, coastal, or foreign water-borne 
traffic.” The existence or non-existence of competition is a 
question of fact to be determined by the Commission.” 


Commission’s Jurisdiction Over Rates of Controlled Water 
Lines 


In all cases in which the Commission grants permission for 
water carriers to be owned, operated, or controlled by rail lines, 
the rates, schedules, and practices of the controlled water car- 
riers in connection with traffic subject to the interstate com- 
merce act are regulated by the act to the same extent as those 
of the controlling rail carriers. The limitations placed on the 
Commission’s regulatory powers over water lines imposed by 
the act prior to the passage by Congress of the Wheeler-Lea 
transportation act, 1940, which created part III, of the inter- 
state commerce act and gave to the Commission jurisdiction of 
the rates and charges of domestic interstate common carriers 
by water, were not applicable to water lines owned, controlled, 
or operated by rail carriers. The port-to-port rates of water 
carriers which were, prior to 1940, not ordinarily subject to the 
jurisdiction of the Commission, were held to be subject to regu- 
lation by that body. The Commission so found in Consolidated 
Southwestern Cases in instances where the water carriers were 
owned, controlled, or operated by rail carriers.” 


New Water Services 


The Commission may, under the interstate commerce act, 
not only permit the continuance of existing relationships be- 
tween rail and water carriers, but authorize the establishment 
of new services. In such cases also the rates, services, and 
practices of the controlled water lines are subject to the juris- 
diction of the Commission.” 


Proceedings Before the Commission 


The act requires that applications for permission to con- 
tinue existing rail and water relationships or to inaugurate new 
services must be filed with the Commission in the manner and 
form required. The testimony introduced at the hearings before 
the Commission must present the circumstances and conditions 
that are relied on to justify the relationships, and all parties 
connected by direct or indirect ownership or control relation- 
ships are made parties to the proceedings.” 

If the water carriers interested in the applications operate 
through the Panama Canal, the applications of the carriers 
cannot be approved by the Commission under any circum- 
stances, as has been stated. In all other cases, the services must 
be shown to be in the public interest; otherwise they must be 
denied.” If the vessel lines do not operate through the Panama 
Canal, the fact that competition between the rail and water 
lines does exist or is potential ‘does not ipso facto require the 
separation” of the railroads from the water carriers in which 
they are interested.” 

The Commission has held that to justify it in “granting to 
rail carriers permission to continue the operation of water 
lines, it must be shown not only that the existing service and 
rates are reasonably satisfactory” but that, under railroad own- 
ership, thé water lines render service ‘as good as if they were 
independently owned and operated,’ and do not deprive the 
public of competition, either in services or in rates.” 

The courts may review orders of the Commission issued in 
connection with the ownership or control of water lines by 
railroads only insofar as is necessary to ascertain that the 
fundamental requirements of a hearing have been observed and 
that the findings are not arbitrary, but based on relevant and 
substantial evidence, its weight and effect being questions for 
the Commission to decide in the exercise of its discretion.” 


Leading Case on Railroad Control of Water Carriers 


The Lehigh Valley R. R. vs. United States and Interstate 
Commerce Commission (243 U. S. 412), 1917. The Panama 





25 Peninsular and Occidental S.S. Co., (37 I. C. C. 432), 1915; and 
Application of S. P. Co. In Re Operation of S. S. Co., (32 I. C. C. 
690), 1915. 

% (37 I. C. C. 528), 1916; and (57 I. C. C. 513), 1920. 

27 (32 I. C. C. 690), 1915; Rail and Water Rates from Atlantic Sea- 
board Territory to Texas Points, (61 I. C. C. 740), 1921, and (63 I. C. C. 
267), 1921; and Reduced Rates from New York Piers, (81 I. C. C. 
312), 1923. 

= (Si fT. C. C. 312), 1038. 

© (123 I. C. C. 67), 1920. 

30S. P. Co. Ownership of Atlantic Steamship Lines, (77 I. C. C. 
124), 1923. 

31C, and E. Ownership of Water Equipment, (34 I. C. C. 218), 1915; 
and Central Vermont Boat Lines, (40 I. C. C. 589), 1916. 

#2 (58 I. C. C. 67), 1920. 

33 (33 I. C. C. 699), 1915; and (243 U. S. 412), 1917. 

%4 Steamer Lines on Chesapeake Bay, (35 I. C. C. 692), 1915. 

3% Lehigh Valley R. Co. vs. U. S., (234 Fed. 682), 1916; and (243 
U. S. 412), 1917. 
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Canal act of August 24, 1912, prohibited, after July 1, 1914, 
any ownership or interest by a railroad in any common carrier 
by water when the railroad might compete for traffic with the 
water carrier. It also empowered the Commission to determine 
questions of fact as to such competition and to extend the time 
of effectiveness if the extension would not exclude or reduce 
competition on the water route. Each day of violation is con- 
sidered a separate offense and the act provides for the imposi- 
tion of fines for violation of it. Applications for extensions 
of time were required to be filed before March 1, 1914. 

The Lehigh Valley Railroad extended from Jersey City to 
Buffalo where it connects with the line of the Lehigh Valley 
Transportation Company, which operated Great Lakes vessels 
between Buffalo and Chicago and Milwaukee. The railroad 
company owned all the stock of the transportation company, 
but, with the exception of the interchange port of Buffalo, it 
served no point in common with the boats of the latter. It 
was, however, a party to certain fast freight line arrangements 
and all-rail routes and joint rates to the ports served by ves- 
sels of the boat company. 

The Lehigh Valley Railroad, in January, 1914, filed a peti- 
tion praying for a hearing to determine whether the services 
of a steamboat line owned by it would be in violation of the 
Panama Canal act, and for an extension of time. 

The effect of the connections with other railroads was held 
by the Commission to put the railroad in a position inimical to 
the best interests of the boat line, to deprive the latter of its 
initial rate making power, and to determine by outside author- 
ity whether freight should move by all-rail or by lake and rail 
routes, and if by the latter, by which lake routes. It was held 
that, by virtue of these arrangements, the railroad competed 
or might compete with its boat line, and on that decision the 
petition of the appellant was dismissed by the Commission. 

This decision of the Commission was upheld by the United 
States District Court of Eastern Pennsylvania and the railroad 
took an appeal to the U. S. Supreme Court. 

In its decision in this case, the Supreme Court held: 


We assume that the question whether the facts found by the Com- 
mission present a case of real or possible competition within the mean- 
ing of the statute is a question of law that could not be conclusively 
answered by the Commission; but still there is nothing for a court of 
equity to enjoin if all the Commission has done is to decline to extend 
the time during which the railroad can keep its boat line without risk. 
The risk to which the railroad was left subject did not come from the 
order of the Commission but from the above mentioned section of the 
Panama Canal Act. Without going further it appears to us plain that 
the decree of the District Court dismissing the bill was right.** 


The Supreme Court held that the District Court was with- 
out jurisdiction over an order of the Interstate Commerce 
Commission, negative in substance and form, in which the 
Commission had declined to exercise its authority to extend the 
period fixed by the Panama Canal act amendment to the inter- 
state commerce act for the divorcement of railroad and water 
carriers. 

The decree of the District Court in dismissing the bill in 
equity brought by the Lehigh Valley Railroad against the 
United States to restrain the order of the Commission, was 
dismissed. 


36 (243 U. S. 412), 1917. 


TRUMAN COMMITTEE SHIP REPORT 


After Secretary Knox, of the Navy Department, had as- 
serted in a press conference that Allied ship construction had 
exceeded Allied ship losses in 1942 and that the Truman 
committee’s report to the contrary was erroneous (see Traffic 
World, April 24), two members of the Truman committee 
defended the figures on ship construction and submarine sink- 
ings contained in the report. 

Secretary Knox described as “very seriously off” the 
Truman committee’s statement that submarine sinkings last 
year “averaged approximately 1,000,000 tons of shipping a 
month and in the aggregate exceeded the new construction built 
by the United States and Great Britain.” He said the actual 
figure of 1942 ship losses caused by U-boats had never been 
announced officially. Apparently the committee had compared 
the 1,000,000 tons as if they were gross tons with construction 
totals expressed in terms of deadweight tons, he said, adding 
that a deadweight ton was one and one-half times greater than 
a gross ton. In reality, he said, “there was an excess of con- 
struction over losses when the total of all losses was balanced 
against the total of all construction.” A deficit was shown, 
however, when only American construction was _ balanced 
against all losses, he said. 

Senator Brewster, of Maine, and Senator Mead, of New 
York, members of the Truman committee, said the committee 
had used deadweight tonnage in determining the tonnage of 
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sinkings as well as launchings. They said the committee’s ». 
port on ships and shipping had been submitted to the navy ay 
other interested departments before being made public, ap, 
that the Navy Departmnet had offered no comment on it, _ 





























After Senator Brewster, of Maine, a member of the Truma, e In | 
committee, had conferred with Secretary Knox concerning th — 
latter’s charge that the committee’s ship report was inaccura§ °°" 

Hips A “cial serr 
the Navy Department issued a statement setting forth a conf oi, que 
clusion to the effect that losses of Allied ships in 1942 by gy. eight. 
marine sinkings and other causes amounted to about 1,0000y§ will ans 
gross tons more than the available total of Allied ship constry.§§ not desi 
tion in that year. The statement follows: his a 

e 

At a conference between Senator Brewster of the Truman ¢o,.f§ question 
mittee and the Secretary of the Navy, a number of factors in tf or that 
confusing situation concerning submarine losses were cleared up, tion he 

Stated in terms of gross tonnage and including all losses of Allie question 
ships, however their loss may have been caused ,there is no grej departm 
difference in the navy and the committee figures for 1942, the net log No 
in gross tons being in the neighborhood of something over a milligf question 
tons. These figures, however, do not include new construction by <f 
of the Allied nations and do include all losses—not losses from syf  Traffi¢ 
marine operations alone. Records kept since the war began in 19f 
show that submarines alone account for slightly over 50 perce  — 
all merchant vessels sunk by both sides. { 

The million gross tons net loss, a Navy Department spoke 
man said, was the difference between all allied losses anf) 
Allied construction on which statistics were available. }} New 
declined to amplify further the department’s statement. lyou reg: 

BF PNote 1 
POST-WAR TRANSPORT PLANNING €:C. ] 

Another report of the National Resources Planning Boar This 
made public April 28, lists sums of money totalling $1,992,415 Not 
440 as estimated costs of projects relating to transportatia pe e 


included in a seven-billion dollar post-war “public works shelf'® container: 
The projects referred to and estimated costs are: Rivenh jad frei; 





and harbors, $1,047,468,686; aids and assistance to navigation§ with wat 
$44,247,147; airports and airways, $345,139,812; roads, $55. (b) | 
911,628, and railroads, $648,167. The last item of “railroads which th 
it is explained, relates to estimated cost of work on and mingg it rail 
extensions of the Alaska Railroad. bd 7 

Of the total of $1,992,415,440, according to the repon§ i, ine 
$1,459,376,891 involves projects for which congressional author raq frei 
ization would be required before they could be undertake§ with wat 

The report forms part II of “The National Resources Def tainers f 


velopment Report for 1943.” Part I was “Post-War Plan anif service o 
Program.” service, § 
“The report,” says the board, referring to part II, “prep & 
sents the record and organization of the board and its servic Our 
to wartime planning for resource use, trends in production and rels mot 
employment, the story of the post-war shelf of public works, 4... < 
and the activities of 57 regional planning agencies, 45 drainagg ;, the ¢ 
basin planning committees, 46 state and territorial planning icin ? 
commissions, and the hundreds of community or area planning oThe 
groups with which the board is collaborating for war and post |.) o¢ + 

war plans.” 
Whe 
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W. P. B. HALTS TRACK PROJECTS 
Track extension work planned by two railroad companies, 
the Atchison, Topeka and Santa Fe Railway Co. and the New 
York, New Haven and Hartford Railroad, was halted April 2 
by the War Production Board. 
The Atchison, Topeka and Santa Fe project, said the 
W. P. B., called for track extension and siding between Rich- 
mond and Point Isabel, near Albany, Calif. It was to provid 
rail service to a proposed shipyard, not yet built. 
The New York, New Haven and Hartford project calle 
for construction of twelve additional tracks in the Westcheste 
yard, Bronx, N. Y. The tracks were to have been used for tht 
—,. of materials awaiting shipment, according to th 
W. P-B. 








FRUEHAUF LAUDS DECENTRALIZATION 


The trend toward decentralization is ‘“‘one of the healthiest 
movements in American Business and industry today,” says 
Harvey C. Fruehauf of the Fruehauf Trailer Company. It § 
more efficient to transport manufactured articles than 1 
materials, says he, hence manufacture should take place ned 
the sources of raw materials. Decentralization “increases pu" 
chasing power, promotes stability and creates a better balant 
between agriculture and industry,’ he adds. In the manufactult 
of Fruehauf trailers, he says, 58.7 per cent of the total dolla! 
volume of production is made in more than a thousand fat: 
tories in 36 states, where material is processed and fabricate 
for the six Fruehauf plants. The adoption by Congress of tht 
smaller war plants corporation act, he says, “is an official et 
dorsement of the decentralization trend which the automoti 
industry can justly claim to have made possible.” 












































































































ttee’s rp. 
bie aa ti dA 
lic, ani uestions an nswers 
tan In this column will be answered questions of both legal and 
rni i @ practical nature that confront persons dealing with traffic. A 

ng the specialist on interstate commerce law, who is a member of our spe- 
1accurate cial service department, will give his opinion in answer to any sim- 
th a con ple question relating to the law of interstate transportation of 
2 by Sub. freight. The same man, with long experience and wide knowledge, 
1,000,0y§ will answer questions relating to practical traffic problems. We do 
Constry.§ not desire to take the place of the traffic man but to help him in 

is work. 
re The right is reserved to refuse to answer in this column any 

man conf question, legal or traffic, that it may appear to us unwise to answer 
ors in the or that involves +a situation too complex for the kind of investiga- 
d up. tion herein contemplated. If a more comprehensive answer to a 
S Of Allie question is desired than is thought proper for this column, the 
; No gree department will answer it by letter for a reasonable charge. 
he net log No attention will be paid to anonymous communications or 
* @ milli questions from nonsubscribers. 
tion by ¢ Address Questions and Answers Department, 
from syf ‘Traffic Service Corporation, Earle Building, Washington, D. C. 
an in 19% 
er cent , TL LEE I ST TE a 
nt spokes Tariff Interpretation—Application of Rating on 
osses arf Empty Containers 
able. Hf New York.—Question: We would appreciate hearing from 









ent. 'you regarding your interpretation of Item 5125, section 1, 
Note 1 of Southwestern Lines Tariff No. 173-P, Agent Peel’s 
1LC. C. No. 3526. 

ng Boarf This note reads as follows: 


1,992,455 Note 1—Rating is applicable only: 


sportatiag (a) When the immediate preceding transportation of the filled 
‘ks shelf wontainers to the shipping point of the empty containers was by rail- 
e: Rivenf rad freight service or by joint railroad freight service in connection 
avigatio§ with water service, subject to Note 2, or; 

ds, $554; (b) When the destination of the empty containers is a point from 
-ailroads’§ which the filled containers moved by railroad freight service or by 
ind ming joint railroad freight service in connection with water service, subject 
‘Eto Note 3, or; 

(c) When the empty containers consist of an equal number of 
the kind and size of filled containers that were transported by rail- 
road freight service or by joint railroad freight service in connection 
with water service, provided a record is maintained of filled con- 
tainers forwarded and empty containers returned by railroad freight 
service or by joint railroad freight service in connection with water 
service, subject to Note 4 and verification by authorized representative 


1e report 
al auth 
idertaker 
yurces De: 
Plan ani 


I, “pre of the carrier. 
ro Pas Our interpretation of this note is that when the filled bar- 
ic oul tls move from New York to Texas via all rail we should enjoy 


aclass 2742 % rating on the empty returned barrels from Texas 


ci to the State of New Jersey or other than the original point of 
. om origin, 
‘ — The reason for our interpretation is based on paragraph 
and post (4) of this note which reads: 

When the immediate preceding transportation of the filled con- 

uiners to the shipping point of the empty containers was by railroad 

“ompanies eight service or by joint railroad freight service in connection with 

i the New water service, subject to Note 2. 
d April 2 Note 2 specifies that consignor or consignee must certify 
: hat the filled containers which are returned empty were re- 
said the} cived by railroad freight service. 

yeen Rich: _ Answer: We agree with your interpretation of Item 5125, 

to providéf inconnection with Note 1, paragraph (a), which is to the effect 

. that the class 271% Rating applies on the movement of empty 
pet — barrels from Texas to New Jersey points. 

on th _ We are of this opinion because it will be noted that para- 

ig to th graphs (a), (b) and (c) are joined together with the conjunc- 

lion “or,” which gives the user of the tariff the benefit of the 

rating provided the movement falls within the terms of any 

one of the three paragraphs. Should it be the case where the 

N ‘mpty barrels are to be returned to the point from which they 

healthiest "re shipped filled, paragraph (b), which provides that the 

day,” says ‘ating is applicable when the destination of the empty con- 

any. It s§ners is a point from which the filled containers moved by 


than ra¥ uilroad freight service, would be applicable. 

place nea Paragraph (a), unlike paragraph (b), merely provides that 
‘eases pug" tating is applicable when the immediate preceding trans- 
er balaneg tation of the filled containers to the shipping point of the 
anufactur§ Pty containers was by railroad freight service. Your ship- 
otal dolla§™nt being via all rail it is needless to go further, except that 
usand fac-§' Provision is subject to Note 2, which states that the con- 
fabricatelg S40F or consignee of empty containers must certify that the 
ress of the iled containers which are returned empty were received by 
official er “toad freight service. ; 

automotive Paragraph (c) provides for the substitution of empty con- 
ers, but in our opinion, like paragraph (a), does not require 


ta 
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that they be returned to the point from which they were 
shipped filled. 


Tariff Interpretation—Applicable Rate Where Released 
Valuation Not Shown in Bill of Lading 


California.—Question: We would appreciate knowing if 
you have in your records any decisions or case histories on 
the following classification situation: 

Under Item 17955 of Consolidated Freight Classification 
No. 15, ratings are provided for Rugs, N. O. I. B. N., according 
to their released valuation. Recently one of our sources 
shipped us several shipments of rugs without placing a released 
valuation upon the bill of lading. The carrier, a motor freight 
carrier who is a party to this classification, assessed charges 
on the basis of three times first class, which is the highest 
released valuation shown in the classification. 

We believe that this is in error and that the carrier should 
not have picked up the shipment and if it had picked up the 
shipment due to error on the part of the driver the shipment 
should never have been transported until a relaesed valuation 
was obtained. However, the shipment has moved, the charges 
have been paid and the carrier refuses to entertain a claim 
based on the invoice value of the merchandise. 

Answer: In its decision in Western Shade Cloth Co. vs. 
Canadian N. Ry. Co., 147 I. C. C. 535, the Commission held 
that where a rate based on a released valuation and an unre- 
leased rate were in effect and the shipper failed to declare a 
valuation for his shipment, having knowledge of such a rate, 
the unreleased rate applied to this shipment. 

If there is no rating or rate for a shipment which is not 
released to a stated valuation, it is the duty of the Commission 
to determine what would be a reasonable charge. See Gate- 
way Produce Co. vs. American Ry. Express Co. 61 I. C. C. 347. 


Delay—Perishable Goods—Liability of Carrier 

New York.—Question: I would appreciate your comments 
on the following set of facts: 

A carrier received a car of perishable produce for delivery. 
The car reached its destination at 11:30 P. M. but was not 
released until noon the following day which was too late for 
the day’s market. The carrier knew the shipment was perish- 
able and that the consignee was anxious to receive it, because 
he had made inquiries concerning it the day of its drrival, 
which was the day prior to its release. 

The carrier declined consignee’s claim for damages sus- 
stained because of a decline in the market for the following 
reasons: 

1. They claimed there was no undue delay. 

2. Consignee was not on carrier’s credit list (although 
carrier had on prior occasions released cars to consignee, and 
in fact, released this very car and extended credit because the 
shipment was perishable). 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which the carrier’s 
extraordinarily liability is founded does not extend to the time 
occupied in transporting the goods. As to the time of delivery, 
their liability stands on the same ground as that of ordinary 
bailees for hire. Hence, the rule is one of general application 
that, in the absence of special contract binding the carrier to 
deliver within a specified time, mere delay in transportation 
does not create any liability to respond in damages. As to the 
diligence and care required in completing the express or implied 
contract for transportation only, the rule is that the carrier is 
bound to use reasonable diligence and care, and that only 
negligence will render it liable, unless a stipulated time is 
fixed in the contract. The shipper assumes the risk of unavoid- 
able accidents, and of usual and ordinary delays incident to 
the ordinary conduct of the carrier’s business. Nevertheless, 
if damage results from failure, without good excuse, to deliver 
the goods at their destination within areasonable time, the 
carrier is liable for such damage; and the rule applies to ship- 
ments of live stock as well as to other classes of property or 
goods shipped. Where a common carrier undertakes to convey 
goods, the law implies a contract that they shall be delivered 
at destination within a reasonable time, in the absence of any 
special agreement as to time of delivery. This duty, it is said, 
is as obligatory as the duty to deliver safely. And the prin- 
ciple applies, although there is a written contract for the ship- 
ment which contains no stipulation as to the time within which 
the goods are to be delivered. The law will nevertheless imply 
an undertaking to carry within a reasonable time. Further- 
more, if a delay in transportation shall occur from whatever 
cause, the carrier must take care, by such steps as lie within 
its power, to protect the goods shipped, to the end that the 
same shall be fully insured against increased danger of injury 
on account thereof, and the requirement for commensurate 
care is equivalent to the highest degree of care possible to the 
situation and necessary safety. 

The law does not attempt to fix by rule what is a reason- 
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able time. What is a reasonable time is not succeptible of 
being defined by any general rule, but the circumstances of 
each particular case must be adverted to in order to determine 
what is a reasonable time in that case. The mode of convey- 
ance, the distance, the season of the year, the character of the 
weather, the ordinary facilities for transportation, and an un- 
usual rush of business, if there was such, are to be considered 
in determining whether in the particular case there has been 
an unreasonable delay. So also in determining what is a rea- 
sonable time for transportation the character of the freight 
shipped is a very important consideration. It is obvious that 
what would be a reasonable time for the transportation of one 
kind of freight would not be for another kind. Accordingly 
some cases hold that, where the goods are perishable or pecu- 
liarly liable to injury from delay, the carrier is bound to use 
more expedition than where ordinary freight is being carried, 
and the reasonable time in such instances is a shorter period 
than in other cases, owing to the special circumstances known 
to the parties at the time the undertaking was entered into. 
And it has been said that where the freight shipped is perish- 
able it is the duty of the carrier to forward it by the earliest 
scheduled opportunity or by the earliest train it makes up in 
the course of its business. However, there is no absolute duty 
in every case to ship goods immediately on receipt of them 
merely because they are perishable. While they should gen- 
erally be given a preference, the demands of the carrier’s 
business, time for regular departure of trains, contracts and 
obligations already incurred, and other like considerations ought 
to be regarded in determining whether in any case the carrier 
has been properly diligent in forwarding the goods after the 
receipt thereof. In the absence of special contract or special 
circumstances which take the case out of the general rule the 
carrier is not bound to use extraordinary means to forward 
even perishable freight, or shipments of stock. The shipper 
must be understood to contemplate carriage by the regular 
trains on ordinary schedule, and hence, if he desires special 
service, he should contract for it. 

If the carrier can show that it was free from any negli- 
gence which contributed to the delay, the delay, however long, 
cannot be said to be unreasonable. 


The fact that the time occupied in the transportation or 
delivery of the consignment is unusual is not of itself con- 
clusive of unnecessary delay, unless it is so long as clearly to 
compel a conviction that it was longer than was necessary. It 
must be so unusual as to be more reasonably attributable to 
the negligence of the carrier than to any of the causes of delay 
to which the transportation by reason of the mode, time, route, 
speed of carriage, or other circumstances implying negligence 
is known to be exposed. 

Proof of delivery in the usual time according to the custom 
and the usual course of the company’s business is prima facia 
evidence of reasonable time. 


Application of the foregoing rules have been made in cases 
of delays of one year, seventy days, thirty days, twelve or fif- 
teen days, sixty-two hours, twenty-four hours; and the rules 
have also been applied to delays in shipments of live stock. 

Ordinarily a carrier cannot be held liable for failure to 
deliver a shipment at its destination in time for a particular 
market in the absence of a special contract therefor. Ozark 
Fruit Growers’ Association vs. St. Louis-S. F. R. Co., 46 S. W. 
2d 895 (Mo.). Nevertheless, if there is an unreasonable delay 
caused by the carrier which deprives the shipper of the benefit 
of the market on a certain day necessitating a sale on a declin- 
ing market, the shipper has a cause of action, and the loss of 
the market may be considered in estimating his damages. 
Stevens vs. Northern Cent. Ry. Co., 98 Atl. 551 (Md.); Ozark 
Fruit Growers’ Assn., Supra; Neely vs. Hines, 237 S. W. 906. 
Where a live stock or perishable shipment is carried under a 
contract providing that the carrier is not bound to transport 
it in itme for a particular market or otherwise than with rea- 
sonable dispatch, the fact that it fails to reach a particular 
market for which it was intended does not render the carrier 
liable thereunder. (Carter vs. Atlantic Coast Line R. Co., 192 
S. E. 624 (S. C.), but the carrier may be liable under such 
provision of there was unreasonable delay. Central of Ga. Ry. 
Co. vs. Griner & Rustin, 127 S. E. 878 (Ga.). 

Although a carrier cannot as a rule, be held liable for 
failure to deliver a shipment in time for a particular market, 
nevertheless, if there is a delay caused by the negligence of 
the carrier, which delay deprives the shipper of the benefit of 
the market on a certain day, and he is damaged thereby, the 
loss of that market may be considered in estimating his dam- 
ages. Ozark Fruit Growers’ Assn., Supra. General damages 
resulting from a delay in transporting goods to a market 
whereby a special sales day is lost may be recovered from the 
carrier, even though the goods had not been sold under a def- 


inite contract before shipment. Davis vs. Morgan, 251 S. W. 
310 (Tex.). 
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In cases of negligent delay in delivery, market Conditigghnless th¢ 
and practices rather than market rule hours will govern, ann the bil 
the injurious consequences of delivery too late for market jis, in our 
the day of arrival are to be regarded as consequences of ging the 

livery for the next day’s market. Kirby vs. Missouri, K. & T,pfkeems to 
Co., 246 Pac. 1005 (Kan.). ferred 


, . The 
Tax on Freight Transportation he consif 


Massachusetts.—Question: Will you please advise the afaragrapl 
swer to the following question? onsignee. 
A shipment moves from New York to Boston collect. Tyg By acc 
shipment is delivered to us in New York, and we give a terminjene applic 
allowance, which is shown on the freight bill and deducts the shi 
from the amount of the published rate: joint thro 




















WECIGME CHATBOS oo oicc ccc tccesswens $9.65 
II, PIES) a5 a bc ais, a c/eiedisenaiesoe .65 1942 
OR NOES 65d kos da dana awe aeaae 9.00 The - 
2 | 
RTM =< Snvcclensdieash ara aso nla Cd aise hiajer kia aeIaS wubea 27 $9.27 
. ithe year 
Should we collect tax on $9.65 or $9.00? ministere 


Answer: The tax imposed by Section 3475 of the Interngaaggresat« 
Revenue Code, as added by section 620 of the Revenue Act @with 445 
1942, applies to the amount paid for the transportation @Waterbor 
property to a person engaged in the business of transportiqgen 1 2, é 


property for hire. “Ow! 

If, as it appears under the circumstances stated, the amouypigures, ¢ 
of $9.00 is the total amount paid for the transportation of typvidual he 
property the tax would attach only to that amount. The 


j ’ ae iministere 
Tariff Interpretation—Lack of Concurrence for Initial Carridfang a gr 


in Tariff Naming Joint Through Rate Colborne 


Ohio.— Question: I have been a reader of your column fop{or oper 
some years and have admired not only the answers given Wp , tHe 
the manner in which you arrived at your conclusions. timi, Qu 

Recently a situation has come up in our operation upopeaggregat 
which I would appreciate your opinion. pwith $10 

A manufacturer located in a town 30 miles from one qption, OP 
our terminals gave a shipment to a local trucker to bring in if54,924,93 
our town to transfer to an interstate common carrier for fog cet. As 
warding to a point outside the state. The local carrier brougipalter ta 
the freight to our dock. Our foreman accepted it and oypprovidin; 
cashier paid the local carrier 20c per cwt. for his portion cp parable 
the haul. Our rate clerk then rated this shipment from it} As 1 
actual point of origin to point of destination. p $549,782 

When we audited the freight bill we discovered that thipin 1942 
originating local carrier was not a party to the tariff whic 1942 sun 
published the through rate or to any tariffs published by the Net inco 
bureau. Our company has no operating authority under its 142 we 
certificate or compliance order to serve the point of origin of Harb 
this shipment. $243,039.5 

The shipment in question moved on a collect basis. JR jefcit, $ 
changed the billing to show a combination of rates from point} tor of 1 
of origin to our dock via the carrier not party to the through $48,349.7 
rate, then the bureau rate from our terminal point to destina-f ‘or, su 
tion. The consignee refused to pay this additional charge stat- R 
ing that the shipper should have given the freight to a carrier§ . 


who was a party to the through rates. moe 
I would like to know whether we can collect this combina §*°% 

tion of rates charge from the consignee. If not from the con 

signee, can we collect from the shipper the difference betweer 

the through charges and the combination charge? Or third Aw 


was the original transaction a legal one, so that the only} j; ships 
amount collectible is the through rate? cork, pl 

I would appreciate any decision of the Interstate COMP aondi 
merce Commission or the courts that you are aware of on thisf itoq to 
subject. ofa tyr 


Answer: Unless there is no carrier a party to the tarif Band hig 
publishing the joint through rate which operates from tht§ statems 
point at which the shipment originated, the combination of tht cargo y 
rates to and from the point at which your terminal is locate¢h and off 
must be applied, as a joint through rate is not applicable via Th 
a carrier which is not a party to the tariff publishing the joi \olume 
through rate. This is true except where, as above stated, 0 ibroad 
carrier which serves the point of origin is a party to the tariff. } Africay 
See Ridge Coal Mining Co. vs. Mo. Pac. R. R. Co., 62 I. C.C¢ ae 
1364. : 

The consignor, as the party from whom the goods welt ver the 


: : ; : , vail 
received for shipment, ordinarily assumes the obligation to pa §, ‘ally 
the full amount of the freight charges, although he may relieve avy, t] 
himself of the liability by signing the stipulation on the bill of Bite Uy, 


lading referred to in Section 7. Louisville & N. vs. Central 
Iron & Coal Co., 265 U. S. 59, 44 S. Ct. 441. On the other hand, 
the consignee, by acceptance of the goods, becomes liable fo! Tr 


the full amount of the freight charges whether they are 9 Pirct. 
manded at the time of delivery or not until later. C. C. C. & 0 Ly 
St. L.. Ry. Co. vs: Pink, 250 U.S. 577, 40: S. Ct. 27. F award: 

Under the first paragraph of Section 7 of the bill of ladin& Bt) 4); 


lanker 
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L COnditigg&nless the consignor uses the means provided for that purpose 
s0Vern, ayn the bill of lading, i. e., signs the non-recourse provision, he 
market ; in our opinion, liable for the freight charges, notwithstand- 
nces of uMing the use of a collect bill of lading. To hold otherwise, it 
K. & T pfeems to us, is to render useless the Signing of the stipulation 
referred to in Section 7 of the bill of lading. 

| The liability of the consignor does not, however, relieve 
ne consignee of liability except under the conditions stated in 
aragraph 1 of Section 7 with respect to the agency of the 
onsignee. 

i acceptance of the goods the consignee became liable for 
he applicable transportation charge, regardless of the failure 
f the shipper to deliver the shipment to a carrier party to the 
int through rate from origin to destination. 
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1942 Canadian Port Report 


The report of the National Harbors Board of Canada for 
the year 1942 shows that vessels arriving at the harbors ad- 
ministered by the board in that year numbered 43,432 with 
aggregate net registered tonnage of 32,680,820, as compared 
ith 47,333 vessels with a tonnage of 38,634,005 in 1941. 
Waterborne cargo, inward and outward, totalled 22,089,516 tons 
in 1942, as compared with 29,902,518 tons in 1941. 

“Owing to war conditions, explanatory comments on these 
gures, aS well as the publication of traffic statistics of indi- 
idual harbors, are withheld,” says the report. 

The report separates figures as between seven harbors ad- 
ministered by local commissioners before 1936, on the one hand, 
and a group consisting of grain elevators at Prescott and Port 
Colborne and the harbor of Churchill, entrusted to the board 
for operation at the beginning of 1937, on the other. 

The first group—the harbors of Halifax, St. John, Chicou- 
timi, Quebec, Three Rivers, Montreal and Vancouver—had 
laggregate operating revenues of $9,867,022 in 1942, as compared 
with $10,739,388 in 1941, a decrease of 8 per cent. Administra- 
ition, operating and maintenance expense in 1942 totalled 
$4,924,933, as compared with $4,650,727, an increase of 6 per 
scent. As a result, the net income deficit in 1942 was $4,803,459, 
pafter taking in account miscellaneous income charges and 
iproviding for interest and reserve for replacements. The com- 
oortion if parable 1941 deficit was $3,694,848. 
from if, As to the second group, aggregate revenues in 1942 were 
)$549,782 as compared with $450,041 in 1941. Operating expenses 
- that thin 1942 were up to $294,848 over the $268,562 of 1941, and the 
“iff whict}1¥2 surplus was $255,524 as compared to $179,969 in 1941. 
>d_ by theg Net income surpluses or deficits for the individual operations in 
under its§ 142 were as follows: 
origin of 
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Harbor of Halifax, surplus, $232,436.91; harbor of St. John, deficit, 
$243,039.52; harbor of Chicoutimi, deficit, $204,789.77; harbor of Quebec, 
deficit, $1,561,532.22; harbor of Three Rivers, deficit, $94,029.60; har- 
or of Montreal, deficit, $1,734,429.42; harbor of Vancouver, deficit, 
68,349.78; Prescott elevator, surplus, $150,355.98; Port Colborne ele- 
ator, surplus, $97,858.99; harbor of Churchill, surplus, $7,309.68. 
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a carrier}. 2. K. Smith is chairman of the board; J. E. St. Laurent, 
‘icechairman, and B. J. Roberts its other member. F. W. 
combina- § *iddell is executive secretary. 


the con- ——— oes 
between BALLAST ON SHIPS FROM AFRICA 


Or = Among the commodities constituting “the assorted ballast” 
the only} of ships returning to the United States from African ports are 

cork, phosphates, steel scrap, and rebuildable airplane engines, 
according to a War Department report. The department attrib- 
uted to Lieutenant Colonel Robert H. Clarkson, “superintendent 
ofa typical north African port” and a former operator of “a rail 
and highway freight system in southwestern United States,” a 
statement that occasional loads of cork constituted popular 
cétgo with merchant vessels because of a belief of vessel crews 
~~ pid officers that the cork would keep a torpedoed ship afloat. 
able Via The War Department said that “a ton-a-month-per-man 
the joint® \lume” was moving steadily on merchant ships to U. S. troops 
ated, MOH ibroad. In its discussion of activities at the “typical north 
re tariff. | African port,” it said: 


LCct 
After U. S. forces landed in north Africa, the French navy took 
ver the port from civilian operators. It, in turn, made the facilities 
‘vallable to the U. S. army and navy, and is cooperating in its control. 
‘daily 5:00 bp. m. meeting brings together. representatives of the French 
lavy, the U. S. army and navy, the British Ministry of Shipping and 
* U. S. War Shipping Administration 
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toy SHIP BUILDING CONTRACTS 
po de- J, The Maritime Commission has announced additional con- 
CCéb ‘acts for the construction of 460 merchant ships, made up of 
‘0 Liberty ships, 222 Victory ships, and 28 tankers. The 
‘Wards bring the total number of Victory ships contracted for 
?4i1, and the 28 tankers are in addition to 206 high-speed 
‘ers previously announced by the commission. 
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Fraffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFIc Worip goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TRAFFIC WorLp, 


The Columbus, O., Transportation Club, at its annual din- 


ner meeting, April 29, elected the following officers and mem- 
bers of the board of governors: President, Frank E. Ditch, 
general agent, Nickel Plate Road; vice-president, W. H. Mc- 
Millan, commercial agent, Suburban Motor Freight; treasurer, 
Dana B. Gee, traffic manager, Capital City Products Com- 
pany; secretary, F. M. Brownewell, secretary, Columbus Clay 
Manufacturing Company; members, board of governors, A. E. 
Morgan, traffic manager, Columbus Coated Fabrics Corpora- 
tion; Joseph W. Rieger, traffic manager, Kroger Grocery and 
Baking Company; H. S. Smith, district freight agent, Balti- 
more and Ohio. 





The Women’s Traffic Club of Greater New York held its 
annual spring bridge luncheon at the Hotel Martinique May 1. 
Profits from the luncheon will be contributed toward the pur- 
chase of an ambulance for the American Red Cross. Phyllis 
Barten is chairman of the entertainment committee. 

The Traffic Club of New Orleans will hold 


a spring golf 
and horseshoe tournament 


at the Metairie Golf Club May 4. 

The Transportation Club of Louisville, Ky., will hold a 
smoker for members only May 6. Members will attend a night 
baseball game, May 5, between the Louisville and Columbus 
teams of the American Association. 

At a luncheon meeting of the Traffic Club of Minneapolis, 
April 29, Stanley W. Bell spoke on Australia. H. S. Wilson 
was chairman for the day. 





The Milwaukee Traffic Club will hold its annual May din- 
ner dance at the Pfister Hotel May 8. There will be a floor 
show. M. M. Rose is chairman of the entertainment committee. 

The Pacific Traffic Association of San Francisco will hold 
a military night dinner meeting at the Engineers Club May 11. 
There will be a program of entertainment. 

Buford Jester, chairman, Railroad Commission of Texas, 
spoke on “War and Transportation” at a luncheon meeting of 
the Transportation Club of Dallas, Tex., April 26. F. R. Horton 
was chairman of the committee on arrangements. 

At a ladies day luncheon meeting of the Traffic Club of 
New Orleans, April 26, Mrs. C. CG. Henson spoke on “When 
My Ship Comes In.” 





Major Thomas F. Joyce, commanding officer, Houston 
port agency, U. S. Army, spoke on “The Function of the Army 
Transportation Corps” at a luncheon meeting of the Traffic 
Club of Houston April 27. A war bond golf tournament and 
stag dinner party were held at the Golfcrest Country Club 
April 30. Charles Elmer is chairman of the stag committee, 
and Ed Woods heads the golf committee. 





The Transportation Club of Decatur, 
dinner meeting May 11. Dr. M. E. Robinson, professor of 
economics and_ business administration, Millikin University, 
and chairman of the Macon County rationing board, will speak 
on ‘Why Rationing?” 


Ill., will hold a 





W. P. B. STEEL RAIL SECTION 


H. G. Batcheller, director of the War Production Board’s 
steel division, has announced the resignation of Orrin Baker, 
of Chicago, from the position of chief of the rail section of that 
division and the appointment of George C. Brunner, manager 
of railroad sales for the Tennessee Coal & Iron Corporation, of 
Birmingham, Ala., as Mr. Baker’s successor. Mr. Baker had 
been ill for several weeks and would return to his position as 
manager of railroad sales for the Carnegie Illinois Steel Cor- 
poration, in Chicago, after “a short period of rest and recupera- 
tion,” said Mr. Batcheller. 












































































































Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 


~ docket will be noted elsewhere. 
es 


May 3—Cincinnati, O.—Gibson Hotel—Jt. Bds. 60 and 37: 
MC 17793 Subs. 4 and 5—Foster Freight Lines, Indianapolis, Ind., 
certificate to extend operations. 
May 3—Denver,- Colo.—Shirley-Savoy Hotel—Examiner Smith: 
MC F-2050—L. Resler and D. Resler, purchase, H. B. Miner. 
May 3—New Haven, Conn.—U. S. Ct.—Examiner Garofalo: 
1. & S. M-2208—Fares and charges over Thames River Bridge. 
May 3—Washington, D. C.—Examiner Romero; 
* Finance 14169—Application of Me. Cent. for authority to acquire 
control of Portland & Ogdensburg by purchase of stock. 


May 4—Birmingham, Ala.—Thomas Jefferson Hotel—Exam. Yardley: 
MC 60787—White’s Moving & Storage Co., North Birmingham, Ala. 
certificate or permit. 
May 4—Columbus, O.—State Comm.—Jt. Bds. 27 and 117: 
MC 5470 Sub. 3—Erskine & Sons, Inc., Lowellville, O., certificate to 
extend operations. 
MC 66562 Sub. 474—Ralilway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 77782 Sub. 3—Associlated Freight Forwarders, Pittsburgh, Pa., 
certificate to extend operations. 


May 4—Denver, Colo.—Shirley-Savoy Hotel—Examiner Smith: 
MC F-2158—Gallagher Transfer and Storage Co., purchase, Colorado- 
Wyoming Express. 
May 4—Hartford, Conn.—State Office Bldg.—Examiner Garofalo: 
1. & S. M-2230 and ist sup.—Ratings bomb bodies and helmets in New 
England. 
May 4—Washington, D. C.—Examiner Job: 
Fourth Section Application 19474—Tanning extracts from southern 
territory. 
May 4—Washington, D. C.—Examiner Kelley: 
Valuation Docket 1268—Socony-Vacuum Oil Co., Inc., Midland Divi- 
sion. 
May 5—Boston, Mass.—Hotel Manger—Examiner Garofalo: 
MC 91951 Sub. 2—H. F. Owens, Cambridge, Mass., certificate to ex- 
tend operations, 
MC 101219 Sub. 8—Merit Dress Delivery, Inc., New York, N. Y., cer- 
tificate to extend operations. 


May 5—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkinson: 
Finance 10992—N, Y. N. H. & H. reorganization. 
May 5—Columbus, O.—State Comm.—Jt. Bd. 27: 


MC C-363—Yardley Screen and W. S. Co. vs. Pennsylvania Truck 
Lines. 


May 5—Dubuque, lta.—U. S. Court—Jt. Bd. 149: 
MC 103554—C. McClave, Sr., Hanover, Ill., permit. 


May 5—Montgomery, Ala.—State Comm.—Examiner Yardley: 
MC 52704 Subs. 3 and 4—G. McClendon, Lafayette, Ala., certificate to 
extend operations. 


May 5—Washington, D. C.—Argument: 
Ex Parte MC 34—Minn.-N. D. motor carrier rates. 


MC C-101—Northwest Tariff Bureau vs. Adams Transfer & Storage 
Co. et al. 


May 6—Aberdeen, S. D.—Alonzo-Ward Hotel—Jt. Bd. 230: 
MC 82815 Sub. 22—R-B Freight Lines, Inc., Aberdeen, S. D., certifi- 
cate to extend operations. 


May 6—Boston, Mass.—Hotel Manger—Jt. Bd. 189: 
MC 50439 Sub. 8—Becker Transportation Co., Inc., Cambridge, Mass. 
certificate to extend operations. 


May 6—Brooklyn, N. Y.—St. George Hotel—Examiner Konigsberg: 
W-81—McAllister Lighterage Line, Inc., contract carrier application 
W-217—McAllister Brothers, Inc., contract carrier application. 

May 6—Washington, D. C.—Argument: 
|. & S. M-2138—Bicycles, Westfield, Mass., to New England and east. 
28823—Enid Board of Trade et al. vs. A. T. & S. F. et al. 

May 7—Concord, N. H.—Pub. Serv. Comm.—Jt. Bds. 189 and 190: 

MC 33573 Sub. 2—Sydney Transportation Co., Claremont, N. H., per- 
mit to extend operations. 

May 7—Las Vegas, Nev.—Fed. Bldg.—Examiner Smith: 

* MC F-2117—Arrowhead Freight Lines, Ltd., purchase, J. A. Griffin. 

May 7—Oklahoma City, Okla.—Skirvin Hotel—Examiner Higgins: 

* MC F-2163—Frisco Transportation Co., purchase, Luper Transporta- 

tion Co. of Okla. 

* MC F-2177—Luper Transportation Co. of Okla., purchase, R. Shelton, 

Jr., and H. B. Huffhines. 
May 7—Sioux City, la.—Warrior Hotel—Jt. Bd. 148: 
MC 104239—C. M. Stetler, Olivet, S. D., certificate. 
May 7—Sioux City, la.—Warrior Hotel—Examiner Peterson: 
1. & S. M-2211—To and from Cherokee, Ia., over Alta Motor Express. 
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May 7—Washington, D. C.—Argument. 
28832 and 28859—Cooperative Mills, Inc., et al. vs. P. R. R. et al, 


May 8&—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
W-12—Moran Towing & Transportation Co., Inc., applications, 
W-237—Dauntless Towing Line, common carrier application. 

May 8—Concord, N. H.—Pub. Serv. Comm.—Jt. Bd. 20: 

MC 17543 Sub. 2—Nashua-Boston-Manchester Express, Nashua, N, 
certificate to extend operations. 


May 8—Omaha, Neb.—Hotel Fontenelle—Examiner Peterson: 
MC 18337 Sub. 2—Mauk’s Transfer, Atlantic, Ia., certificate to exten 
operations. 


May 10—Brooklyn, N. Y.—St. George Hotel—Examiner Konigsberg: 
FF 62—Kigler Forwarding Co., New York, N. Y., permit. 
FF-71—Texas Package Car Co., Houston, Tex., permit. 

May 10—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 180: 

MC 52857 Sub. 11—Southern Transit Co., Kansas City, Mo., certi, 
cate to extend operations. 

May 10—Providence, R. 1.—Narragansett Hotel—Jt. Bd. 18: 

MC 104209—A. R. Silvia, Dighton, Mass., permit. 


May 10—Providence, R. |.—Narragansett Hotel—Examiner Garofalo: 
1. & S. M-2231—Hides, pelts, skins, N. Y. and N. J. to Mass. 
May 10—Richmond, Va.—Hotel Richmond—Examiner Patrick: 


MC F-2099—J. H. Cochrane, purchase, T. H. Motor Lines, Inc. 
MC F-2149—A J. Novick, purchase, J. G. Cox. 


May 10—Springfield, Mo.—U. S. Court—Examiner Higgins: 
* MC F-2097—Frisco Transportation Co., purchase, Powell Bros. Trud 
Lines, Inc. 









May 10—Washington, D. C.—Examiner Romero: 
* Finance 14185—Application of G. N. for authority to acquire trackay 


rights over line of Nor. Pac, between Tacoma and Tenino Junctio; 
Wash. 


May 11—Albany, N. Y.—Ten Eyck Hotel—Examiner Garofalo: 
1. & S. M-2210—Petroleum products from N. Y. and Vt. to N. H. 
MC 7921—W. D. Herr, Athens, N. Y., certificate or permit. 


May 11—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg; 
1. & S. 5179—Unloading lumber at N. Y. Harbor. 


May 11—Paducah, Ky.—U. S. Ct.—Examiner Bradford: 
MC C-353—L. V. Brandt Corp. vs. Hayes Freight Lines, Inc. 
MC 104304—Twelfth Street Garage, Paducah, Ky., certificate. 


May 11—Portland, Ore.—Multnomah Hotel—Examiner Smith: 
* MC F-2102—Bekins Transportation Co., purchase, Bekins Moving i 
Storage Co. (Wash.) et al. 


May 11—Springfield, Mo.—U. S. Ct.—Examiner Peterson: 
MC 89913 Sub. 11—Frisco Transportation Co., West Plains, Mo. 


May 11—Springfield, Mo.—U. S. Court—Examiner Higgins: 
* MC F-2116—Missouri-Kansas & Oklahoma Coach Lines and Southf 
western Greyhound Lines, Inc., pooling. 





May 11—Washington, D. C.—Examiner Berry: 
1. & S. 5205—Airplane engines in official territory. 


May 12—Binghamton, N. Y.—U. S. Court—Examiner Garofalo: 
MC 104136—Shafer Bros., Johnson City, N. Y., permit. 
MC 104091 Sub. 3—I. Heath, Kirkwood, N. Y., certificate. 


May 12—Brooklyn, N. Y.—Hotel St. George—Eaminer Konigsberg: 
28906—S. H. Kress & Co. vs. Newtex Steamship Corp. 
W-463—James Hughes, Inc., common carrier application. 


May 12—Portland, Ore.—Multnomah Hotel—Examiner Smith: 

* MC F-2056—V. Flatt, purchase, Consolidated Freightways, Inc. ; 

* MC F-2142—Consolidated Freightways, Inc., control, Sunrise Trail 
Inc. 

* MC F-2175—Consolidated Freightways, Inc., issuance of stock. 


May 12—Portland, Oreg.—Multnomah Hotel—Examiner Smith: 

* MC F-2055—F. McNutt and G. Mason, purchase, Consolidated Freight: 
ways, Inc. 

May 12—Washington, D. C.—Argument: 

* Finance 13935—Cent. Vt. abandonment. 


May 12—Washington, Pa.—Fed. Bldg.—Examiner Miller: 
* MC F-2161—J. H. Gladden, purchase, H. S. Anderson. 
May 13—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 3566 Sub. 10—Keeshin Motor Express Co., Inc., Chicago, IIl. 
May 13—Jacksonville, Fla.—Mayflower Hotel—Examiner Patrick: 
* MC F-2100—Refiners Transport & Terminal Corp., purchase, Mote 
Fuels Transport, Inc. 
May 13—Washington, D. C.—Argument: 
* Finance 13991—C. & N. W. trustee abandonment. 
* Finance 13992—C. St. L. & N. O. et al. proposed abandonment. 
May 14—Atlanta, Ga.—Henry Grady Hotel—Joint Board 101: 
MC 1501 Sub. 6—The Greyhound Corporation, Chicago, IIl., certificate 
to extend operations. 


May 14—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 34483—M. Brenner, New York, N. Y. 
MC 94823 Sub. 1—W. Crayton, Riverhead, N. Y. 
May 14—Chicago, I!1.—Sherman Hotel—Jt. Bd. 149: 
MC 12276—American Van Lines, Inc., Chicago, IIl., license. 
May 14—Washington, D. C.—Examiner Gray: 
W-14—-Atwacoal Transportation Co., exemption and permit. 
W-19—Fall River Navigation Co., permit. 


May 15—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: ie 
1. & S. M-2217 and Sup. 1—Fertilizer, N. J. to Long Island, N. } 
points. 
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HOOLS EVN AVD Go allleearge pllanes 


(...fhey may come before Peace } 


OME of today’s Clippers, now being used on 
S war duty as cargo planes, were never de- 
signed to carry heavy Air Freight .. . Yet re- 
cently, a trans-Pacific Clipper delivered by air 
a single U. S. Navy box, 11 ft. x 2 ft. x 2 ft., 
weighing 2,064 Ibs. . . . This was in addition to 
a ton of other miscellaneous cargo and a nor- 
mal, wartime amount of passengers and mail. 


co % * 
Across the Atlantic, in the past 3% years, Clip- 
pers have carried 3,000,000 pounds of cargo, 
in addition to passengers and mail. 


BUY WAR BONDS 





When new, much larger, all-cargo Clippers are 
available, can you imagine the Air Express and 
Air Freight possibilities that will open up for 
your business? It is not too soon to begin plan- 
ning for that day right now . .. Commercial, all- 
cargo planes may come before peace! 


When that day comes it would be natural 
to turn to Pan American—since Pan American 
Airways System pioneered both overseas Air 
Freight and overseas Air Express and has now 
piled up over 165,000,000 miles of over-ocean 
flying experience. 


PAN AMERICAN WORLD AIRWAYS SYSTEM 


Wings over the WORLD 


PENT EMO RICAN Cla PPARs 





With the increased regulation of the transportation in- 
dustry by the government, traffic men—carriers, shippers 
and consignees—are continuously running into new prob- 
lems. This has created a real need for a reference book 
that gives information about the regulatory laws, about 
court decisions that interpret these laws, about the com- 
missions and their personnel that administer the laws and 
about the men who practice before these bodies. It is to 
meet this need that the NATIONAL GUIDE OF ATTOR- 
NEYS AND PRACTITIONERS has been published. 


WHAT IT CONTAINS 


Attorneys: Geographical list of counsel before Federal 
and State Administrative Tribunals, the Interstate Com- 
merce Commission and the Maritime Commission. 

Practitioners: Geographical list of Practitioners before 
the Interstate Commerce Commission and the Maritime 
Commission. 

Legal Staff of Carriers: Attorneys on the staff of the 
railroads and motor lines. 

Biographical Data: Counsel specializing in practice be- 
fore federal and state administrative tribunals. 

Regulatory Commissions: State and Federal regulatory 
boards and commissions with members. Regional offices, 
District Directors. Members of the House and the Senate 
Committees on Interstate Commerce. 

State Transportation Laws: Digest of state laws affect- 
a and air transportation. 

igest of Court Decisions: Important Shipping, Loss and 
Damage, and Miscellaneous Court decisions on traffic. 

Questions and Answers: Authoritative answers to 151 

traffic questions. 


BACKED BY 35 YEARS’ EXPERIENCE 


The new NATIONAL GUIDE OF ATTORNEYS AND 
PRACTITIONERS is published by TRAFFIC SERVICE 
CORPORATION, which has had 35 years’ experience in 
the traffic field as publishers of TRAFFIC WORLD and 
associated publications. This is your assurance that the 
GUIDE is accurate, practical and authoritative. 


SPECIAL FREE EXAMINATION OFFER 


Without any cost or obligation on your part we will be 
glad to send you, postpaid, a copy of the NATIONAL 
GUIDE which was published in mid-1942 and a FREE 
copy of the new 24-page SUPPLEMENT that has just been 
published to bring it up to date. Get a copy of the GUIDE 
and examine it—use it—and then decide for yourself just 
how valuable it is. If after using it you decide you want 
to keep it approve our invoice for $5.00—just half the 
regular price. However, if, for any reason, you are not 
satisfied return.them and that will end the matter. 


TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago 
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May 15—Chicago, IIl.—Sherman Hotel—Examiner Peterson: 
il. & S. M-2232—Stop-off at Hamtramck and Highland Park, Mich. 
May 15—Dothan, Ala.—Fed. Bldg.—Examiner Patrick: 
MC F-2119—Georgia Stages, Inc., purchase, St. Andrews Bay Trap. 
portation Co, 
May 17—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 88073 Sub. 2—Dade Brothers, Inc., Mineola, L. I., N. Y. 


May 17—Madison, Wis.—Pub. Serv. Comm.—Examiner Peterson: 


MC 44354—Ortlepp Freight Service, Chilton, Wis., certificate or pe. 
mit. 


i. & S. M-2200—Groceries and canned goods in Ill., Minn. and wy, 
May 17—Pocatello, Ida.—U. S. Court—Examiner Smith: 
MC F-1989—Peerless, Inc., control, Karst Freight Lines, Inc. 
May 18—Brooklyn, N. Y.—St. George Hotel—Examiner Garofalo: 
MC 23303 Sub. 1—F. Pampinella, R. Pampinella and B. Caputo, Brog; 
lyn, N. Y. 
May 18—Buffalo, N. Y.—Hotel Buffalo—Examiners Koebel and Burslen 
Ex Parte 128—Investigation of South Buffalo Ry. 
May 18—Hagerstown, Md.—Fed. Bldg.—Jt. Bd. 74: 
MC 104242—John S. Teeter & Sons, Inc., Gettysburg, Pa., certificat, 
May 18—Madison, Wis.—Pub. Serv. Comm.—Jt. Bd. 13: 
MC 102353—Quaker Stretcher Co., Kenosha, Wis. 


May 18—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: ; 
MC 12273—Contract Carriers Sedan Travel Assn., San Francisof) 
Calif., license. a 


May 18—Washington, D. C.—Examiner Wilkins: 
1. & S. 5149—Exhibits for expositions and fairs in south. 
1. & S. 5174—Exhibits for fairs in official territory. 


t 


May 18—Washington, D. C.—Examiners Coyle Aplin and Stillwell: 
* |, & S. M-2222—Increased common carrier truck rates in east. 


May 19—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 17778 Sub. 11—B. & E. Transportation Co., Inc., Secaucus, N, ] 
certificate to extend operations. 
MC 60852—Warco Service, Inc., North Plainfield, N. J., certificate of 
permit. 


May 19—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 1394—Warren Transfer & Storage Co., Inc., Charlotte, N. C. 
MC 52368—Warren Transfer & Storage Co., Inc., Charlotte, N. C. 


May 19—Harrisburg, Pa.—Pub. Utility Comm.—Examiner Luce: 
MC 34518—Peters Trucking Co., York, Pa. 


May 19—Rochester, Minn.—Mayo Auditorium—Examiner Peterson: 
MC 42525 Sub. 1—Carey Transfer & Storage, Rochester, Minn., ce 
tificate to extend operations. 


May 19—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 
MC 104218—Insured Drive-Away Service, San Francisco, Calif., ce 
tificate. 


May 20—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 1709 Sub. 1—Spring Valley Motor Coach Co., Inc., Spring Valleyy 
mM. & , 


MC 29890 Sub. 3—Rockland Coaches, Inc., Bergenfield, N. J. 


May 20—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 142 and 145: 
MC 82815 Sub. 21—R-B Freight Lines, Inc., Aberdeen, S. D., certlf 
cate to extend operations. 


May 20—New Orleans, La.—Jung Hotel—Examiner Patrick: 
* MC F-2026—Sherburne Transportation Co., Inc., purchase, T. S. Seely. 


May 20—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 39906 Sub. 1—Vallejo Express Co., Vallejo, Calif., certificate td 
extend operations. 
May 20—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 65: 
MC 74239 Sub. 1—J. D. Kiessling, Williamsport, Pa., certificate 
extend operations. 
May 21—Minneapolis, Minn.—Hotel Nicollet—Jt, Bds. 145 and 142: 
MC 1509 Subs. 42 and 44—Northland Greyhound Lines, Inc., Minne 
apolis, Minn., certificate to extend operations. 
MC 104293—J. Schuster, Glenwood City, Wis., certificate. 
May 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Luce: 


MC 65748 Sub. 1—East End Trucking Co., Pittsburgh, Pa., certific 
to extend operations. 


May 21—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 11: 
MC 75812 Sub. 23—Lang Transportation Corp., Vernon, Calif., ¢ 
tificate to extend operations. 
May 22—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 206: 
MC 104248—M. J. Express Lines, Charleroi, Pa., permit. 
May 22—Texarkana, Ark.—Fed. Bldg.—Examiner Patrick: 


* MC F-2088—J. P. Kittrell et al., purchase, C. W. Burgess and H. # 
Russell. 


May 24—Brooklyn, N. Y.—Hotel St. George—Examiner Garofalo: 
MC 68624 Sub. 1—Union Van Line, Inc., Chicago, IIl., license. 
May 24—Cleveland, O.—Hotel Cleveland—Examiner Luce: 
MC 39720 Sub. 3—A. J. Herron, Salem, O., certificate to extend ope 
tions. 
May 24—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: it 
MC 78786 Sub. 123—Pacific Motor Trucking Co., San Francisco, Call. 














certificate to extend operations. F . I 
May 24—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 24: ( 
MC C-364—Middlewest Motor Freight Bureau vs. Red Truck Line. Denver 
May 24—Washington, D. C.—Examiner Archer: Rig Gre 
26459 and 26462—F.. E. C. Ry. vs. A. C. L. et al. 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in pseu of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each ea. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two epee d 
bodies). Information of this kind, received in ad- 
vance of a wg in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, o_o notices, fourth section 
—— and orders, tariffs returned and express 
8. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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Personal Notes 


E. F. Luckenbach, 75, president of the Luckenbach Ste, 


ship Company, died at his home at Port Washington, N, ye: 


April 26. 


John T. Ludlum, formerly freight claim agent for they aH : 


Line, died at Minneapolis, April 26. 


Eric E. Wright, assistant vice-president, operating depg Ss pe 


ment, the New York Central at Chicago, died April 25. He pa 
54. He began service with the company in 1909, and was; 
pointed assistant vice-president April 1 of this year. 

Harold J. Fink, formerly general agent for the Nort 
and Western at Philadelphia, has been promoted from maj 
to lieutenant-colonel, U. S. Army Air Corps. He is stationed 
New Orleans. 

Frederick M. Varah, for the past 23 years manager, ind 


trial and transportation bureau, Syracuse, N. Y., Chamber bis 


Commerce, died April 20. He was secretary-treasurer for 
Traffic Club of Syracuse. 

J. H. Cunningham has been appointed acting general ag 
at Spokane, Wash., for the Union Pacific, succeeding H, 
Adkins, who received leave of absence because of illness. 


R. M. Barnett has been appointed assistant general frei 
agent at Washington, D. C., for the Seaboard Air Line Railw 

E. C. Runte has been appointed special passenger 
sentative, and Clark Dunn has been appointed district pass 
ger agent for the Louisville and Nashville, both at New Orles 


John E. Hennessy has been appointed attorney for (i 


Western Pacific, Sacramento Northern, and Tidewater Sou ah rainy 


ern railroads, at San Francisco, succeeding L. N. Bradsha 
who resigned. 


William Y. Wildman, commerce attorney, and chairm 
marketing division, Southern Illinois Coals, Inc., Chicago, 
speak on the bituminous coal act of 1937 and practice bef 
the bituminous coal regulatory agency, at a luncheon meeti 
of the Chicago chapter of the Association of Interstate Co 
merce Commission Practitioners at the Palmer House May 


John J. Suman has been elected secretary and appoint: 


auditor for the Pacific Electric Railway Company at Los A 
geles, Cal. In both positions, he succeeds L. A. Lovell, w 
retired after 41 years with the company. 


The Frisco Railway has creater the new post of assistar 
general passenger agent and has appointed Perry W. Wilso 
formerly division passenger agent at Kansas City, Mo., to fil 
it. His headquarters will be at St. Louis, Mo., and he w 
have jurisdiction over district agents at strategic points 0 
the line whose function it will be to insure the continuation 0 


adequate passenger service, according to the announcement 0 3 
his appointment by Russe] Coulter, chief traffic officer. R. By 


Maring, formerly southeastern passenger agent at Bi 

ham, Ala., has been appointed to succeed Mr. Wilson at Kans 
City, and Delbert Fields, to succeed Mr. Maring at Birming 
ham. Other Frisco passenger appointments include C. } 


Jones, division passenger agent, Dallas, and J. V. Flaig, dv: 


trict passenger agent, Camp Maxes, Texas. 


May 25—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119 and Examiné 
Garofalo: 
MC 3647 Subs. 38 and 39—Public Service Interstate Transporta' 
Co., Newark, N. J., certificate to extend operations. 
MC 39984 Sub. 1—Samuel Schapiro, Inc., Elizabeth, N. J., certific 
to extend operations. 


May 25—Charlotte, N. C.—Charlotte Hotel—Jt. Bds. 7 and 364 3 
Examiner McCaslin: 
MC 103144—W. T. Holt, Inc., South Richmond, Va. 
MC 101022 Sub. 5—Willett Bros. Transportation, Roanoke, Va. 
MC 103142—Miller Motor Line, Inc., Richmond, Va. 
MC 103191—George A. Rheman Co., Inc., North Charleston, S. ¢ 


May 25—Cleveland, O.—Hotel Cleveland—Jt. Bd. 27: 
MC 40320 Sub. 1—Cleveland & Chicago Motor Express Co., Clevelant, 
O., certificate to extend operations. 


May 25—Las Vegas, Nev.—Fed. Bldg.—Jt. Bd. 78: 
MC 104241—C. G. Craig, Nipton, Calif., permit. 


May 25—Mingeapolis, Minn.—Hotel Nicollet—Jt. Bd. 143: 
MC 104300—Community Truck Line, Bird Island, Minn., certificalé 


May 25—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Lawton: 
MC C-360—Minimum class rate restrictions—central and eastern 8 
1. & S. M-2160—Minimum class rate stops in central and eastern Sts 
1. & S. M-2149—Minimum rate stops in the east and New Eng 
1. & S. M-2196—Minimum class rate stops in eastern states. Pa 
1. & S. M-2192—Rate restrictions between central and eastern poll 
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Mountains of merchandise to move and 
not enough hands to do it. You can bet 
your bottom dollar that those shipments of 
yours won't be petted. 


It’s more important than ever before that 
your products reach their destination in 
first class condition. Give them the added 
protection of the tape that never lets go! 


TANGLEFOOT TAPE is made to hold 
‘til kingdom come! Let us demonstrate 
the superiority of this tape. Write for 
samples and informative literature. 


THE TANCLEFOOT COMPANY - GRAND RAPIDS, MICHIGAN 


FOR VICTORY, 


ANGLEFOO 
_'GUMMED TAPE 
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May 26—Barstow, Calif.—Fed. Bldg.—Jt. Bd. 75: 
MC 104094—L. F. Harvey, Yermo, Calif., permit. 
May 26—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 177: 
* MC 57944 Sub. 2—Palmetto Motor Express Lines, Hartsville, 5 ¢ 
certificate to extend operations. 7 
May 26—Chicago, IIl.—Morrison Hotel—Examiner Trezise: 
28881—Bituminous coal rates within III. 
28888—Middle States Fuels, Inc., vs. A. T. & S. F. et al. 
1. & S. 5139—Coal to Beloit, Wis., and northern Ill. coh 
May 26—Philadelphia, Pa.—Hotel Philadelphian—Examiner Garof, 
. MC 93869—Aaero Transportation Co., Inc., Philadelphia, Pa. 
May 26—Washington, D. C.—Examiner Cantrell: 
1. & S. M-2204—Flour, grain, milk, within eastern states. 
May 27—Philadelphia, Pa.—Hotel Philadelphia—Examiner Garofalo: 
MC 76065 Sub. 1—Ehrlich-Newmark Trucking Co., Inc., New Yom COL 
Me. Be 
May 27—Washington, D. C.—Examiner Walsh: ARI 
W-157—American Range Lines, Inc., contract carrier application, 
May 28—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 67: 
MC 13036 Sub. 2—Casper’s South Jersey Express, Atlantic City, N, 
certificate to extend operations, 
May 28—Phoenix, Ariz.—State Comm.—Jt. Bd. 350: 
MC 104124—Rocky Point Bus Line, Phoenix, Ariz., certificate. 
June 1—Chicago, IIl.—Sherman Hotel—Examiner Dillon: 
1. & S. M-2203—Leather, Sault Ste. Marie to Chicago and Milwauk 
1. & S. M-2166 and sups. 1 and 2—Exceptions to application of 
in east and west. 
1. & S. M-2148—Minimum rates of American Carloading Corp. 
June 1—Detroit, Mich.—Fort Shelby Hotel—Examiner McGrath: 
W-592—T. J. McCarthy Steamship Co., common carrier applicati 
W-729—Automotive Trades Steamship Co., common carrier appli 
tion. 






















W. S. A. RATE ACTION | Transt 


The War Shipping Administration in rate order No. 
rates from eastern Mediterranean, Red Sea and Gulf of Aé 
ports to United States Atlantic ports, has prescribed rates 
the maxima in which it will concur as a condition to the gra 
ing, or to the continued recognition, of warrants authori 
by the act of July 14, 1941. A large number of commodil 
are specified in the order. 

In rate advice No. 48 the W. S. A. has authorized li 
rates for the transportation of cargo on berth terms, from p¢ 
in Morocco and Algeria, North Africa to United Kingdom pe 
in vessels operated for account of the W. S. A. 

The W. S. A. has issued rate order No. 182, rate and si 
charge, tankers, petroleum and petroleum products in bul 
from U. S. Gulf ports to Brazil, and No. 183, product differer 
tials, tankers, petroleum and petroleum products in bulk. 





FLORIDA BARGE CANAL 


Statements received by the War Department subcommi 
tee of the Senate appropriations committee from spokesme 
for the War, Navy and Commerce Departments, concerni 
the Florida barge canal project, have been made public 
Senator Thomas, of Oklahoma, chairman of the subcommitte 
Although he had announced earlier that these statements we 
generally in support of the barge canal proposal (see Trail th 
World, April 24), their contents showed that Undersecreta 
Forrestal, on behalf of the Navy Department, and Undersect i 
tary Patterson, for the War Department, were not in favor 
such construction at this time. 

Undersecretary Forrestal said it was the Navy Depa 
ment’s opinion that the project should be held in abeyand 
Undersecretary Patterson took the position that the canal wou 
be of military value if it were available for use now, but thd 
with the construction yet to be undertaken, the canal col 
not be put into operation except at a sacrifice of other proje 

Secretary Jones said that “if the inland waterways are 
serve their maximum use, the connection across Florida frd 
the Atlantic to the Gulf of Mexico will have to be made. 





W. S. A. AND SEATRAIN VESSELS | 


Admiral Land, war shipping administrator, has made publi 
a notice of determination, pursuant to an agreement betwee 
the War Shipping Administration and Seatrain Lines, Inc., thal 
the use rather than the title of five Seatrain vessels shall 7 
deemed to have been requisitioned by the W. S. A. “as of 1 | 





date of the original taking thereof, namely, October 6, 1942. 

According to the notice, the W. S. A. and Seatrain Lilé 
Inc., have agreed that “such requisition for use shall constitut 
direct continuations of the prior periods during which the 
spective vessels had been requisitioned for use, said determ™ wil 
tion being subject to those certain terms and conditions set fort tf 
in letter agreement dated April 22, 1943, as supplemented ! 
letter dated April 26, 1943.” ; 

Seatrain vessels requisitioned Oct. 6 were Seatrain 
York, Seatrain New Jersey, Seatrain Texas, Seatrain Hav 
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STARRETT-LEHIGH 
BUILDING 


City, N. 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 


units may de leased 
e High safety standards—lJow insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


rath: . SINCE 1917 


Formerly 
Operated as 
y Red Ball 
| Transfer & Storage 


tied RED BALL INC 


INVESTIGATE .... learn what satisfied, 


nationally-known occupants are doing at the 


Starreti-Lehigh Building 


West 26th— West 27th Streets—Ilth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 
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TRAFFIC Wop, 


and Seatrain New Orleans, according to the notice. It regi 
that just compensation for the vessels has not been determin, 
by the war shipping administrator, that no part thereof }y 
been paid or deposited with the Treasurer of the United Stajg 
and that ownership of the vessels, their spare parts and appy 
tenances is not required by the United States. It cites a pry 
sion of public law 17, 78th Congress, first session, approyg 
March 24, 1943, authorizing the war shipping administratoy 
determine that the ownership of any vessel requisitioned by qe 
W. S. A. is not required by the United States and that afd 
announcement of such determination by publication in the Ps 
eral Register has been made, the use rather than the title 
such vessel shall be deemed to have been requisitioned, 
miral Land’s notice with respect to the Seatrain vessels appeg 

in the April 28 issue of the Federal Register. 


Order your copy of the 
“HOW TO PACK IT” 
booklet today. 


See Outside Back 


a W. P. B. TRANSPORTATION UNIT 
Cover for Details 


Reorganization of the office of program vice-chairman 
the War Production Board has been announced by Vice- 
man J. A. Krug. 


Under the new arrangement, there are four burea 
program, production, controls, orders and regulations, and ¢ 
tribution—in addition to the vice-chairman’s office. 

The stockpiling and transportation division under Dr. 
Y. Elliott has been transferred to the program bureau. 0 


wise this bureau, of which John Fennelly is director, rem: 
unchanged. 


Jo 
pe ©. 
ge’ Rate 

Basis 
Will be in our subscribers hands on 
or before May 15, 1943. 


Write for copy on approval. 
Les than 53c per week, 


NATIONAL FREIGHT RATE SERVICE 


Publishing Rates Since 1914 


CHEVROLET GETS “E” AWARD 


The Chevrolet motor division of the General Motors (; 
poration has announced that its three plants in the Buf 
N. Y. area, manufacturing bomber and cargo-type Pratt 
Whitney airplane engines, have received the Army-Navy 
production award for outstanding performance. M. E. Co 
general manager, said the award, to be presented formally # 
Buffalo soon, will, in effect, be shared by 12 company f 
including several in the midwest, which produce parts 
sub-assemblies for the Buffalo plants. The plants began proj 
tion of the engines in March, 1941. Production will be 
panded five-fold, company officials recently announced. 


DOWAGIAC 
MICHIGAN 


RAILWAY STATISTICS 


The Commission has issued its cloth-bound volume 
“Statistics of Railways in the United States” for the year end 
Dec. 31, 1941, including also selected data relating to oth 
common carriers (except motor carriers) subject to the inte 
state commerce act, prepared by its Bureau of Transp 
Economics and Statistics. Copies may be obtained at $1 
each from the Superintendent of Documents, U. S. Governme 
Printing Office, Washington, D. C. 


WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 


THE EASIEST WAY 


PRESERVE TARIFFSAND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


2,3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
ANDPROVIDE FOR ALLSIZES AND 
ee IN THEIR PROPER 


OBSERVANCE 


President Roosevelt has issued a proclamation calling ft 
observance of National Maritime Day, May 22, by displayin 
the flag. 


“MARITIME DAY” 


eeuleunt 
pnt en | BEES 


WRITE FOR INFORMATION 
P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL. 


Digest of New Complaints 


No. 28947, Sub. 1, Armour & Co., Chicago, Ill., vs. A. C. L. et al. 
Unreasonable rates, phosphate rock, carloads, from the Peb 
Rock District of Florida to Carteret, N. J. Asks a cease and 
sist order. just and reasonable rates, and reparation. (Paul 
Blanchard, Union Stock Yards, Chicago, Ill.) 
. 28971, Certain-teed Products Corporation, Chicago, Ill., vs. Atlan 
& Saint Andrews Bay Railway Co. et al. 
Rates and charges, gypsum lath, shipped in a period of less 
2 years prior to June 10, 1942, from Grand Rapids, Mich., 
Akron, N. Y., to various destinations in Southern Freight Assolé 
tion territory, in violation of sections 1 and 3. Asks reparall0l 
of $13,409.72, with interest. (E. J. Eldridge, 120 South La 54 
St., Chicago, Ill.) a 
. 28971, Celotex Corporation, Chicago, Ill., vs. Aberdeen & Rog 
et al. 
Rates and charges, gypsum lath, shipped in a period of less 
2 years prior to June 12, 1942, from Port Clinton, O., to Va 
destinations in Southern Freight Association territory, in viola 
of sections 1 and 3. Asks reparation of $2,280.44, with inte 
(Thomas L. Philips, 1010 Pine Street, St. Louis, Mo.) 4 


@ Have you often wished you knew the real “low-down” — 
the authoritative facts—about getting a better job and 
bigger pay in transportation work? Then you will welcome 
our free copy of ‘‘Opportunities in Traffic Management” 
. . . a comprehensive, 48-page, illustrated survey of this 
vital subject, and of how to win to $3,000—$5,000—$7,500 
and even higher-salaried executive jobs by the scientific 
way of expert, sparetime training. It shows you how to get 
from where you are to where you want to be—in a field of 
more and bigger possibilities than ever! Hit-or-miss learning 
by slow “experience” while the years fly by, is replaced by 
specific, step-by-step instruction in every phase of traffic 
management that in the quickest time qualifies you for 
bigger-pay work. This is the direct route many have taken 
from clerkships and commonplace routine to managerships 
that only ability commands! Does such a future appeal to 
you? If so, write today for this booklet. There is no obliga- 
tion, and you will find it highly interesting. 


eLaSalle. 
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POSITION WANTED. Thoroughly trainea ana _ experienced 


Dept. 595-T CHICAGO, ILL. 


organizing, operating and management of Class II and III steam ® 
electric railroads. Employed but desire change. Box 113, Traffic Wor 





